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Working the Temporary Steep CGradients on the Bal- 
timore & Ohio. 


(We are indebted to Mr, W. W. Evans, C, E., for permission to pub- 


lish the following extremely interesting letter, written at his request, 
by Mr. Latrobe.) 





BartrmoreE, Oct. 12, 1874. 
W. W. Evans, Esq., New York. 


Dear Ste,—You have expressed a desire for some account of 
the exceptionally steep gradients by which certain difficult 
points upon the Baltimore & Ohio Railroad were passed by 
locomotive engines during the construction of the work, and 
it gives me pleasure to gratify your wish. I have indeed, long 
intended to prepare for publication, at some leisure time, a 
little narrative of the circumstances which led to the use of 
those very abrupt inclines, and of one or two special ocrasions 
on which remarkable displays of tractive power took place 
upon them. Two-and-twenty years have passed since their 
occurrence, but as the facts have not lost their interest and 
have not been given to the profession at large, although re- 
lated from time to time to my friends, they may not be re- 
garded as an ‘‘ old story.” 

The 200 miles of the Baltimore & Ohio Railroad from Cum- 
berland to Wheeling were constructed in the three years from 
1849 to 1852, the last rail having been laid on Christmas eve of 
the latter year. Difficulties connected chiefly with the legis- 
latures of Pennsylvania and Virginia in regard to the right of 
way through those States had so retarded the advance of the 
road to its original destination on the Ohio, that when, after 
a lapse of nearly a quarter of a century from its commence- 





ment at Baltimore, those impediments were at length removed, 


had 


the desire for its completion at the earliest possible moment 
was, as may be supposed, extremely earnest. Hence many 
expedients were resorted to in order to hasten the work, 
which encountered physical obstacies at every turn, passing 
as it did through or over several chains of high mountains, 
and, after leaving them behind, winding its way along a suc- 
cession of rugged defiles to the very bank of the Ohio. A de- 
tailed history of the entire work would not be uninteresting, 
but I can only notice the two cases in which the steep grades 
referred to were employed to cross ridges through which tun- 
nels were being driven, the incomplete or obstructed condi- 
tion of which made it necessary to surmount their natural 
summits by temporary tracks for the transportation of mate- 
rials to points beyond them, and on which the roadbed was 
ready, The mountainous character of the country and the 
total absence of good roads and suitable means of transporta- 
tion other than, over the track as it advanced necessitated 
the hauling of the rails and fastenings as well as of the mate- 
rials of the iron bridges over the entire line of 200 miles, ex- 
cepting some fifteen miles at the west end. It may well be 
conceived, then, how indispensable it was to press forward the 
track regardless ot obstacles, and to leap ravines and climb 
ridges without much regard to the depth of the former or the 
height of the latter. 
THE KINGWOOD TUNNEL GRADE. 

The chasms occurring upon the Cheat River hill in its 
passage through the Briery Mountain having been crossed 
upon a grade of 2 per cent. by timber trestles, the Kingwood 
tunnel of 4,100 feet long was next reached. This tunnel is 82 
miles west of Cumberland, and is driven through the divide 
(about 2,000 feet above tide), between the waters of Cheat and 
Tygart’s Valley Rivers. The top of the ridge is 210 feet above 
the levet grade of the road at the east end of the tunnel. 
Through the tunnel the grade descends westward at 1 foot in | 
100, and from the west portal at 2 feet in 100 for about 6 miles 
to the flats ot Three Forka Creek, whence the grades are very 
easy for a long distance along the valleys pursued by the road 
towards Wheeling. The track, in the Spring of 1852, was ap- , 
proaching the tunnel from the eastward, while the tunnel it- : 
self required several months to make it passable, the road- 
bed beyond it being ready with slight exceptions for some 30 
or 40 miles. A temporary line over the ridge afforded, then, | 





the only means ot forwarding the iron without delay, and the 
rampant steepness of the grade required, especially upon the 
eastern side and against the loaded cars, suggested a timber tram 
road for wagons and. horse power at. first, as the only one 
practicable. A little calculation, however, showed me that 
a locomotive of 25 tons with all its wheels coupled as drivers 
ought to take a single car loaded with iron up a railway with 
an ascent of 1 in 10, and soI ventured to adopt it, even com- 
bined with a radius as short as 800 feet. My Division Engi- 
neer, Mr. Thos. Rowles. satisfied me, too, that a railway would 
be best even with horse power. The shape of the ground war. 
such that to save heavy expense in graduation the temporary 
lne should leave the permanent one at a point about 2,000 feet 
from the eastern portal of the tunnel, ascend along the 
northern slope above the approach cut, then curve strongly 
to the left and cross the line of the tunnel between its portal 
and the first shaft, which stood 400 feet west of the portal; and 
then, reversing the curve to the right, wind around the 
position of the shaft upon curves of 300 and 400 feet radiu® 
and reach the summit of the ridge in a distance of 3,400 ft. 
from the beginning. The grade upon the first 2,200 feet of 
this distance was not uniform, but steeper at first and then 
more moderate until a point opposite the portal was 
reached and a_ height of about 90 feet attained. 
The remaining 1,200 feet of distance and 120 feet 
of height were then completed iu the curve to the right of 
abonat 180 degrees upon the radii of 300 and 400 feet, as stated. 
The top of the ridge was flat and fevorable for commencing 
the descent upon the western side, and to keep the head of 
the engine always up hill, so as to avoid exposing the crown 
sheet of the furnace, trom which the water in the boiler would 
otherwise have retreated, a switch-back was introduced and 
the movement of the locomotive reversed in descending. The 
grade upon the west slope was much lighter than on the east, 
the temporary line falling into the permanent one in a dis- 
tance of 7,000 feet from the summit and with a fall of 305 feet 
at an average of 1 in 93, and at a point 2,700 feet west of the 


westeru portal of the tunnel. The curvature was also much 
easier on this si7e. 

The total length of the temporary line was 10,400 feet, or 
about two miles, and of the corresponding part of the perma- 
nent line 8,800 feet, the former exceeding the latter but 1,600 
feet. 

To make the location of the two lines clearer I subjoin 
a tracing of them in plan and profile, which also shows an 
improvement upon the origina] line on the east side of the 
ridge, which was subsequently made and used for the passage 
of, the trains while the tunnel was being arched, and which 
reduced the grade upon both sides of the summit to nearly 
the same inclination of about 230 feet to the mile. The 
entire trade and travel of the road passed over the ridge upon 
this improved line for the greater part of a year, and with a 
detention and expense more than compensated for by the 
relief to the work within the tunnel, which was attended with 
much difficulty and danger, the roof being nnsound in many 
places and the delays from passing trains greatly retarding 
the work and increasing its cost. 

The locomotive employed was of the model then built by 
Rosa Winans, and known as the “camel engine,” having 8 
wheels, all coupled and of 43 inches diameter, with chilled 
cast-iron tyres, the front and rear pair wit. flanges and the two 
intermediate pair without them ; cylinders, 19x22 inches; a 
fire-box 6 feet long by 4 feet wide, and the ordinary tubular 
boiler ; weight, 25 tons, of 2,240 lbs. (or 28 tons of 2,000 Ibs.), 
56,000 lbs. The tender of the engine, with its supply of fuel 
and water (which, to save weight, was made only snfficient 
for the short trip of two miles), may be estimated at 34,000 
Ibs., and a car, loaded with iron and ether material, at 30,000 
Ibs., ne a total gross weight of 120,000 lbs., or 60 tons of 
aThe resletanese offered by this weight were about.as follows: 


Lbs. 
Gravitation upon the extreme grade of 1 in 10, 6 tons, or. yess -12,000 


Friction of engine, at 20 Ibs per ton of 2,000 Ibs., a 560 
0, “ “ 


tender, 12 “ 7x12 ..204 

Do. ear, mw « os “ 15x10....150 

Total estimated friction upon straight track....... . ‘It 

Add for curvature of 300 feet radius, 100 per cent..........914 
Total frictional resistance..........-. cece eer eere ones 1,828 


Total resistance and traction required to overccme it, Ibe. . 13,828 


This, divided into the total weight of the engine, will give 
56,000 1 — 
mY = &, 

15,68 05,80 that an adhesion of is of the insistent 


weight upon the eight coupled wheels of the locomotive was 
required to make its tractive power effective. As higher rates 
otadhesion had been reached in previous experiments upon the 
road, I had therefore no hesitation in relying upon it im this 
case, when the rail was dry and clean, and locking to the free 
use of sand when it was otherwise. 

The steam pr ssure in the cylinders necessary to produce 
the required tractive force was not excessive, the area of the 
two being 567 sqnare inches, and the ratio between the double 
stroke of 44 inches and the circumference of the driving 
wheels of 135 inches being 1 to 3.07, the pressure upon the 
pistons necessary to balance the resistance of 13,828 lbs. was 
74 8-10 lbs, per square inch, The pressure in the boiler need 
not then exceed what was ordinarily used in locomotives, or 
about 100 lbs. per square inch, so therg appeared to be no 
serious risk of explosion or other disaster involved in the 
proposed mode of surmounting the grade. In addition to the 
brakes upon the car and the tender it was found necessary to 
apply brakes to the engine. This was done in the sbape of 
cast-iron blocks occupying the triangular spaces on each side 
of the engine between the two forward and two back pairs of 
driving wheels, which blocks being drawn together above 
and below the wheels, and so pressing upon them by right 
and left-hand screws, the rods upon which they were turned 
passing up through the frame to the stand of the engineman 
on the top of the boiler, and having brake wheels on their 
upper ends, the wheels of the locomotive could be effectually 
locked by turning the screw-rods, The wheels being all of the 
same diameter, and set with their axles parallel, in the frame 
and with thew peripheries almost touching each other, the 
application of this form of brake was very simple and efficient. 
Itis, I believe, to be credited to Mr, Samuel J. Hayes, then Mas- 
ter of Machinery of the company, and who has earned sv high 
a reputation in the same position upon the Illinois Central. 








In working the grade it was found best to place the car in 
front of the engine rather than behind the tender, to avoid the 
possible chance of a broken coupling, and to keep the load 
more directly under the eye of the engineman, so that in case 
ofa derailment or any other accident a stoppage might be 
more instantaneous, and this relative position was maintained 
in backing down the western slope of the hull. 


The upward run upon the eastern side of the ridge was 
made by getting a good start upon the level and pushing 
rapidly up the first 800 or 900 feet of the incline to where it 
became easier, then to advance more slowly for some 1,200 or 
1.300 feet until the tunnel portal was reached, and then with 
an accumulated head of steam to make a rush for the summit 
through the 1,200 feet of 10 per cent. grade, and curves of 300 
and 400 feet radius, which did not usually tace more than one 
minute of time, or at the rate of about 134, miles per hour. 


The post of master engineman requiring more than com- 
mon courage, coolness and skill, was filled by Mr. John C. 
Jacobs, a man possessing those qualities in a high degree, and 
who had conducted the trial trips upon the heavy grades of 
the permanent line during the previous year. He has been 
for some years past Superintendent of the Northern Division 
of the Illinois Central. When the rail was in good condition 
at the Kingwood tunnel hill the trips over it were made safely 
and regularly and without much slipping of the engine, but in 
damp weather it was necessary to use the utmost careand 
| to keep the brakes 1n active use and the sand-boxes discharg- 
| ing their contents freely behind the engine as well as in front 

of it. Notwithstanding these precautions it occasionally 
happened that the engine and her train would slide with all 
| wheels locked from near the top to the bottom of the 10 per 
' cent. grade, and through the sharp curve, which, in such 
| Cases, Was & valuable check upon the dangerous movement. 
| One or two serious accidents occurred to persons upon the 
| train who jumped off on such occasions, while these who kept 
their places were unhurt, as the engine always brought up 
| where the grade slackened at the tunnel portal, and left the 
| track in but one or two instances, the tender remaining upon the 
rails. It was, however, very evident that the limit of adhesion 
| had been fally reached. and that a grade of 528 feet per mile 
‘upon a curve of 300-feet radius was about the steepest that 
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could be safely, not to say profitably, worked by locomotive 
steam power, 

The road over the hill was operated during the two months 
of March and April, 1852, and during that time all the mate- 
rials for the track and other structures west of the tunnel were 
transported over it. The tunnel was made passable at the be- 
ginning of May; and continued to be use.', with ovcasional in- 
terruptions from falls from the roof, until the 22d of June. 
The road being then ready to be opened to Fairmont on the 
Monongahela, about 40 miles west of the tunnel, the event was 
celebrated in the customary manner by an excursion of the 
President and Directory and other officers of the company, to- 
gether with the authorities of the city of Baltimore and State 
of Maryland and many invited guests, who approached the 
tunnel in a heavy train on the morning of the day just 
mentioned. The weak places in the roof had been supported 
by timbering as they showed themselves from time to time, 
and [ had no apprehension of aay interruption on this occa- 
sion, and the track over the hill, although not removed, had 
been disconnested with the main track near the western 
connection and used asa siding. When coming on in the 
train and within a short distance of the tunnel, I was informed 
that a fall had occurred in it too serious to allow of its speedy 
removal, and that the only way left open to the excursion train 
was over the top of the hill instead of throug. it. The news 
somewhat disconcerted me at first, but I soon saw in it an 
opportunity of such a display of the powers of the locomo- 
tive engine upon an excessively steep incline as would satisfy 
the doubts of those among the company (and there were 
probably not a few) who had questioned the practicability of 
working successfully the heavy grades of 116 feet per mile 
which I had taken the responsibility of adopting for the main 
line in crossing the great Back Bone mountain summit. I 
therefore directed the temporary track to be reconnected at 
once, and while this was being done I had the passenger cars 
brought one by one to the summit, the company having 
been previously assembled thereat to witness the perform- 
ance of what seemed to them a feat to be believed only upon 
being presented to the actual vision of the specta'or. There 
was something, I must admit, bordering a little upon the 
sensational in this display ; but the object was legitimate and 
the impression salutary and conducive to the future interests 
of the road, whose success as a great national highway bad 
been called in question, on account of the unusually high 
grades of its mountain division, by its rivals for the 
trade and travel of the West. Everything was favorable 
to the success of the exhibition, the weather being fine, the 
rails dry aud the engine in good condition, so that its per- 
formance was even better than upon any previous occasion, as 
the weight and length of the cars was greater than that of the 
freight car with its load of rails and other materials, The com- 
pany having thus crossed the summit under circumstances 
so novel and exciting, proceeded to their destination, and en- 
joyed the ensuing festival none the less for the sharpening of 
their appetites by the delay due to the unexpected obstruction 
at the tunnel. 

After this incident the passage of trains through the tunnel 
was suspended for some weeks to allow of a more thorough 
timbering of the roof at all points of danger, and the arching of 
it after it had been so secured was not undertaken for nearly 
three years, and during the progress of this work the track 
over the hill was restored upon an improved line, as already 
stated, and shown in the diagram referred to, 

THE BOARD TRBE TUNNEL GRADK. 

Among the twelve tunnels west ot Cumberland upon the 
Baltimore & Ohio Railroad, the next in length and importance- 
to the “* Kingwood " was the “Board Tree Tunnel” through 
the ridge dividing the north and south forks of Fish Oreck, a 
stream emptying into the Ohio about 20 miles below the city 
of Wheeling, the western terminus of the road. This tunnel, 
2,300 feet long, pierced a high, sha: p ridge about 300 feet be- 
low its crest, and being delayed by the inefficiency of the con- 
tractor and other causes beyond contrul, it became necessary 
to surmount the hill by an expedient similar in prin- 
ciple to that resorted to at the Kingwood. To avoid, 
however, the risks encountered there and to in- 
crease the effective work of the locomotive power, it was 
decided to reduce the grade to an average of about 1 in 20, or 
264 feet per mile upon a curve of 300 feet radius, The height 
to be overcome, including the fall of the permanent grade on 
the w: st side of the summit, being 328 feet, or somewhat great- 
er than that at the Kingwood tunnel, while the shape of the 
ground was entirely different, the slopes being much steeper 
and more furrowed with water-courses and the distance 
through the hill on the permanent grade being but about two- 
thirds of that at the former tunnel, it was necessary to extend 
the length ot the temporary line by a series of curves, such as 
are shown upon the accompanying diagram, a glance at which 
will best explain. The “ switchback” method, which had so 
long before been employed at Mauch Chunk, was used liberally 
in this case, as the drawing will show, the excessive steepness 
of the slopes compressing the system into the smallest possi- 
ble compass. There were two switches on the east and five on 
the west slope of the ridge, the grade upon the longer 
reaches on which the engine moved ahead being 6* feet per 
100, and on the shorter reaches on which it moved backwards 
being 4 feet per 100. The location was one of much 
greater difficulty than at Kingwood, but the skill of Mr. 
Charles P. Manning, Division Engineer, and his Resident En- 
gineer, Mr. Benj. D. Frost, and his assistant, Mr. Mendes 
Cohen, all since so well known in the profession, accom- 
plished what the case required, and tne line was successfully 
worked, the engines of similar model and class to those em- 
ployed at Kingwood doing more than twice the werk performed 
there upon the original line of 10 per cent. extreme grade. 
The tractive power and adhesion called into play on the 
extreme Board Tree grade were as follows: 





#8 The grade is given as Lin 20 on the map, the engraving of which 
was begun before the true grade had been ascertained. Eperon. 





Gravitation, 
The engine, 56,000 lbs,, and tender, 34,000 Ibs., and two 
loaded cars of 30,000 lbs. each, making a total of 160,000 
FOB, OF L1G, aiaccc ccccne se osccseece- sencbhletrcccee ve 9,000 Ibs. 
Friction of engine and tender, as before, 764 
Ibs., and of two cars, 300 Iba...........6+ «+s. 1,064 Ibs. 


Add, as before, for curvature of 300 feet radius 
Se ON oensn' nbc 60000 060h600nd0000008000 1,064 tbe. _— 
_umuan £190 0s: 


Making total resistance and necessary traction ........... 11,123 lbs, 


Adhesion, of the 


1 
== 6.0%, or requiring a fulerum of but 5.03 


56,000 
11,128 
weight of engine, instead of i me as in the case at Kingwo 0d. 


By this reduction of the grade the danger of backward 
sliding with locked wheels was avoided, the necessary pr assure 
of steam diminished with a saving of strain upon the boiler 
and the working parts of the engine, while twice the useful 
effect was realized. At times, also, when transportation 
pressed, another car could be added, and still another might 
have been had the. length of the switches allowed, without 
quite reaching the demand upon the motive power at King- 
wood, The speed upon the long reaches was usually 6 to 8 
and 10 miles per hour, but less upon the short ones on the 
west side of the summit, as the direction had to be reversed 
so frequently, The length of the track over the hill was 
18,800 feet, and between the same points upon the permanent 
line 7,200 feet, so that the distance was nearly doubled in sur- 
mounting the elevation. The seven switches added about 1,000 
feet to the total length of temporary track. The practice of 
pushing the cars ahead of the engine was continued here as 
at Kingwood, but their position was necessarily changed upon 
the reversing reaches ; yet upon the two longest, at the be- 
ginning and end of the track, the cars always headed up hill 
with the engine below them, so as to avoid the risk of their 
couplings parting. The brakes upon the engine applied 
at Kingwood were not used, but the brakes on the tender 
and cars were found sufficient when steam was shut off, and 
the oil cock on the steam chest, being placed by means 
of a connecting rod undef the control of the engineman, 
the back air pressure on the piston, which acts as a 
brake, could be relieved when needed by opening the 
cock more or less at his pleasure, If these means of 
checking the descent should prove insufficient, there was 
always the resort of a reverse action of the valves. With 
these precautions the hill-top grade was safely worked 
for several months during the autumn and winter of 1852-3, 
the tunnel not being opened till the first of March, 1853. The 
last rail upon the whole road to Wheeling being laid on Christ- 
mas eve, 1852, it was decided to celebrate its completion to 
that city on the 10th of January ensuing, and accordingly a 
company more numerous than that which signalized the open- 
ing to Fairmont, already described, passed over the line in 
two formidable trains, proceeding at a moderate speed in view 
of the freshly-laid condition of the track. It was expected 
that Wheeling would be reached a little after noon of the fol- 
lowing day, in which case the Board Tree Hill would be passed 
in the morning and under the most favorable circumstances, 
as the weather was so marvellously mild and beautiful as to 
seem specially decreed by a kind Providence to make the occa- 
sion all the more auspicious. Unhappily, however, as it would 
appear to our ignorance of His benign but often inscrutable 
purposes, an accident to the foremost train, which delayed both 
for several hours, prevented their arrival at the hill until the 
short day of mid-winter was far spent, and the crossing of the 
train had to be made after night had set in, The lovely, 
spring-like day ended too, as such days in Winter often do, 
with a gentle rain, which made the rails slippery and softened 
the newly-graded and but partially ballasted road-bed so as to 
derange the track upon the most abrupt curves, in consequence 
of which one or two of the engines, which did not traverse well, 
more than once left the track, although without injury to either 
track or engine, but productive of such serious delay that 
Wheeling was not reached by the company until an early hour 
the following morning, and the grand civie reception 
prepared by the authorities of that enterprising and hospitable 
city could not take place until a day later than was in- 
tended. The papers of the day contained very graphic de- 
scriptions of the scenes exhibited by the passage of the Tunnel 
hill, and they were certainly very striking and worthy of being 
so reported; but as my purpose, in the present narrative, is a 
purely professional one, I will only make this general allusion 
to the picturesque aspect of the subject: There were ten loco- 
motives under the command of Mr. Jacobs, already mentioned 
as having commanded at the K’ngwood Tunnel, and each took 
up two passenger or baggage cars with their contents, and 
notwithstanding the drawbacks upon the smooth and pleasant 
working of the projected programme, and which gave me no 
little anxiety and annoyance, I felt too much relieved at get- 
ting the company safely across not to recover my good humor 
soon. 


The impression made by the previous performance of the 
engines at the Kingwood Tunnel in favor of their ability to 
climb very steep grades through hard curves was much 
strengthened by the experience at Board Tree, and in this 
view the difficulties by which the passage of the latter was 
beset helped to confirm the confidence of the company and the 
public in their powers. A useful end was therefore accom- 
plished by the employment of these expedients, not only in 
expediting the completion of a great line of railway (the first 
to reach the Ohio River), which was the main 
purpose in view, but in enlarging the views of the 
profession and the promoters of railway enterprise 
as to the feasibility of lines across mountainous districts pre- 
viously regarded as impracticable, although of much import- 
ance to the commercial interests of the country. The occa- 
sions referred to were not indeed the first upon which loco- 
motives had ascended steep inclines, for one of the little 
8-ton grasshopper engines of the Baltimore & Ohio Railroad 
had mounted and dercended the original grades of that road 
across Parr’s Ridge, (one of which was 360 feet per mile), since 





superseded by one of 82 feet. An engine of some 10 tons, 
built by the late William Norris, had also ascended the old 
Schuylkill inclined plane near Philadelphia, and no doubt 
these experiments upon a small scale encouraged those upon 
a more extended one of which I have given the preceeding 
account. The Board Tree Tunnel was not arched until 1856 
or 1857, and the roof being very bad it was made wide enough 
for but a single track, and during the progress of the work 
the track over the hill top was restored and operated for a 
considerable time with safety, and no very serious delay in 
the transit of passenger trains, although the obstruction to 
treight transportation was considerable. 

The eminent Engineer, the late Mr. Charles Ellet, a year 
after the occurrences detailed, resorted in 1854 to a line of 
steep grade over the Blue Ridge at the Rockfish Gap, while 
the tunnel of 4,200 feet in length at that point upon the Vir- 
ginia Central, (now the Chesapeake & Ohio Railroad), was 
yet unfinished. He has given an interesting account of his 
temporary road in a pamphlet published in 1856, under the 
title of the ‘‘ Mountain Top Track,” in which he kindly refers 
to what had been accomplished at Kingwood and Board 
Tree the previous year. 

I have, as one is prone to do in narratives of this kind, ex- 
tended the present one beyond my firstintention, and if you 
think it too long you can abreviate it, although it might not 
* tell quite so weil” if shortened. 

Ihave alluded to the favorable effect upon the Directory of 
the road and the public which the performances at the two 
tucnels had upon their opivions in regard to the successful 
working of the grades of 116 feet per mile on the mountain 
division of the line, The adoption of that system of grades in 
1848 was regarded as a rather hazardous experiment in which 
I was glad to be sustained by the two able engineers, Mr. 
Jonathan Knight and Captain John Childs, when, in 1848, 
they were called upon to consult with me in regard to them, 
and it was not until an exhaustive series of surveys were made 
through the district in question that the route upon which I 
had previously located the road was approved. Grades of as 
great inclination occur upon the extension of the Great Western 
Railway into Devonshire and Cornwall, but they are very short, 
leas in some cases, if I remember, than two or three miles in 
ength, The grade upon the Baltimore & Ohio Railroad from 
Piedmont to Altamont is 17 miles long, 11 of which have 
an average of 116 feet per mile continuously, with frequent 
curves of 600 feet radius. In the 22 years which have elapsed 
since the opening of the road in 1852, the grades have, I be- 
lieve, been the scene of even fewer accidents proportionally 
than any other sections of the road, owing no doubt to the 
greater care inrunning the trains over them. The usual load 
with which the company’s first class engines of the ‘‘ Camel” 
8-wheeled or Mogul 10-wheeled model take up these grades is 8 
to 10 loaded cars of 20 tons each. The ‘* Consolidation” 10- 
wheeled engines draw one or two cars more, as their weight 
on their drivers is greater. 

In the hope that I have written what may have some interest 
for you and other readers, I am, dear sir, yours truly, 

Bens. H. LATROBE. 


NotE.—Since writing the above I have hada letter from Mr. John 
C. Jacobs, referred to therein as having superintended the working of 
the temporary grades at Kingwood and Board Tree Tunnels. He 
communicates many particulars of interest with more detail than 
they are stated in the memoir, and my thanks are due to him for 
the kindness with which he has assisted me to recall them more dis- 
tinctly after such a lapse of time. I am glad to find that his recollection 
does not materially differ from my own. It is due to him to say that 
in fitting the engine with the brakes, etc., he no doubt shared with 
Mr. Hayes in suggesting what contributed so much to the safe per- 
formance of the machine, and the credit of its actual successful opera- 
tion upon the grades isaltogether his. He reminds me that in ad- 
dition to the transportation of materials over the Kingwood Hill, a pas- 
senger and baggage car was carried over daily in each direction before 
the tunnel was opened, and that at the Board Tree Hill, after the 
opening of the road to Wheeling, and before the completion of the 
tunnel, from 60 to 70 freight cars and two passenger trains were daily 
taken over the ridge with the aid of four engines of the “ Camel” 
model of Mr, Winans. B. H. Latrobe. 





THE SCRAP HEAP. 


Railroad Manufactures. 


The Pittsburgh Chain & Car Link Manufacturing Company 
has nearly completed the erection of buildings and machinery 
at New Brighton, Pa., for the manufacture of chains and car- 
links by Hersey’s patent process. Two machines are used, 
one a bender which cuts off the required length of iron from 
the heated bar and bends it into shape, and the other a ham- 
mer which makes the weld. 

The Barney & Smith Car Company at Dayton, O., has been 
turning out a lot of cars for the Painesville & Youngstown 
road, 

Orders have been given for the construction of 2,000 coal 
cars in the Lehigh Valley shops at Packerton, Pa. They are 
to be built during the present Winter. 

Work on the Phenix Iron Company’s new mill has been sus- 
pended for the present. 

The Scofield Rolling Mill Cumoana’s Works at At- 
lanta, Ga., during the year ending August 30, 1874, turned out 
7,819 tons of rails, 38 tons fish plates, 60 tons bolts and nuts, 
962 tons merchant bar iron and 2,340 kegs of spikes. The 
whole product ot the works was valued at $595,000. 


Oarrying Dogs. 

Apropos of = transportation, which sportsmen are much 
interested in, we quote the following from the rules and ron’. 
lations of the baggage department of the Lake Shore & Michi- 
gan Southern Railway : 

Dogs and baby-wagons, when accompanied upon the — 
train by a passenger, will be carried in the baggage-cars & 
the rate of éwenty-five cents each for the first one hun ; 
miles, or fraction thereof, and ten cents for each additional on 
hundred miles, or fraction of one hundred miles. | ill 

‘No dogs, except a lap-dog in the arms of its mistress, W 
be admitted into the coaches.” : ; to 

apy ed this, a man may take his dog from Chi ag° 
Buffalo for 65 cents. 


A Lady Oontractor. . 
A Mrs. vege, who is said to be a woman of = 

executive ability and enterprise, recently completed a contat” 

for grading 19 miles of the Galveston, Harrisburg & San 


tonio road in Texas, and has secured another contract on the 


same road. She owns 60 mules and a full outfit of scrapers, 
ploughs, etc., and works a large force of men. 


Dr 


G 














473 


RAILROAD GAZETTE. 


THE 


DecemBeEr 5, 1874) 








— ng nla, 


wre yy ig 


Ni, nn ' 


iver 





rhs Crook, thet” 







































off = ’ is AN 3 j ; 
: ‘ is 2s Ws 
WN TE eee Se 
C IK a .| ar UK INS Z 
: N E z= ‘ i La I : [ 
: EK \\\\ ls z iy Pt zagee i Cw | . _@ 
DD is c. Tre i ne xi So \\ IN - 
= Vi 5 rh ee NO)) x 
: Cr = wr 3 é 
i 3 a UX ¢ = ” 
" Saaktty, : N 
VA} zy 
rere eS erect #2 22 § 3852 Beh BFE G2 BRSSE 











THE RA 


ILROAD GAZETTE. 











Published Every Saturday. 


5S. WRIGHT DUNNING AND M. N. FORNEY. 








a a 


CONTENTS 


IRBUSTRATIONS: Page | Page 
Kingwood and Boardtree Epiroriat Nores.........., 476 
Tunnels....... eovccccccoe | NEw PUBLICATIONS 476 
Locomotive for Working |GenxewaL RarLnoap News: 
Steep Grades........ 2006 Elections and Appointments 476 
OOWTRIBUTIONS: MOND vicc.coe cocnesesescs Ot 
Av Error in the October Traffic and Earnings....... 477 
Train Accident Report.... 476 TheScrapHeap ... ...... 72 
The Little Rock Bridge...... 476, Oldand New Roads.......,. 477 
The Annual Inspection of | Annual Reports....... 480 
Track of the Pennsylvania |MISCELLANEOUS: 
RAUPOBS cc cccccccccccccs 475, Working the Temporary 
BNITORIALS : | Steep Gradients on the 
DORR ot ice csicescesedsse 474) Baltimore & Ohiv......... 471 
A Great Railroad Contractor. 475; A Decis on by the British 
Record of New Railroad Con- | Railway Commission...... 
MbrUCbION. 66 cece: cecsees * 








Editorial Announcements. 





Addresses.— Business letters should be addressed and drafts 
made payable to Tue RatLRoap Gazette. Uommunications 
for the dutention of the Editors showld be addressed Enivor 
RAILROAD GAZETTE. 


Contributions.— Subscribers and others will materially as- 
sist us in making our news accurate and complete if they will 
send us eh a ptr gee of events which take place under 
their observation, such as changes in railroad officers, organi- 
ations and changes of companies, the letting, progress and 
completion J f contracts for new works or important improve- 
ments of ones, experiments in the construction of roads 
and machi and wn their management, particulars as to 
the business of railroads, and suggestions as to its improve- 
ment. Discussions of subjects dining to ALL DEPARTMENTS 

of railroad business by men practically acquainted with them 

are especially desired. Officers will oblige us by forwarding 
poet copies of — 0; os Ch. Saar, 
an ae annual reports, some nolice of all of whieh will 

be pul ished. - v v 


Advertisements.— We wish it distincily wnderstood thal we 
will entertain no to publish anything in this jour- 
nal for pay, EXCEPT IN THE ADVERTISING COLUMNS. We give 
in our ed columns our own opinions, and those only, 
and in our news columns present only such matler as we con- 
sider interesting and important to our readers. Those who 
wish to recommend their inventions, machi: , supplies, 
financial schemes, etc., to our readers can do so Haus, im our 
advertising columns, but it is useless to ask us to recommend 
them editorially, either for money or in consideration of adver- 
tising patronage. 








PATENTS. 





The following letter is a specimen of a kind that we re- 
ceive from time to time from persons who are seeking ad- 
vice ; and as the writer evidently belongs to a large class 
of so-called inventors, our reply may be made to the whole 
class at once, as well as to a single individual; and if our 
counsel contains any words of wisdom which recommend 
themselves to those to whom they are addressed, they may 
be appropriated by as many as recognize them as such or 
who need that kind of admonition. The letter is as follows: 
on Nov. 9, 1874. 

Would A R R Switch moved by a Locomotive as it approches 
the switch and loched at the same time and can back on eather 
tracks without A switchtendre under the controle of the En 
gere And can back on eather tracks without any change on 

he carss as used at presant. 


would such a switch be worth potenti 
8 


in sec Answer the Above Question to the best of your Abil- 
ites 


yours truly ‘ 








The object of the writer of this letter is evidently to 
make money out of an invention of which he has some 
vague and indefinite ideas. Evidently, too, he expects to 
dq this either with a smaller amount of exertion than 
would be required in his ordinary occupation, or else by 
doing work which would be moreagreeable than his ordi- 
nary labor, whatever that may be. 

The purpose of what we are about to write is to point 
out the extent of the difficulties in the way of achieving 
that object, and. how very great the preponderance of 
chances which oppose is over those which favor his success. 
We know very well how alluring the prospect of making 
a large sum out of an ingenious idea is to an inventor; 
how it is dreamed over by day, and thought over by night; 
how the profits are estimated like unhatched fowls, until, 
like Col. Mulberry Sellers, the inventor is satisfied that 
‘* there’s millions in it.” 

In the case of our correspondent above, it is apparent that 
he isa novice in the construction of railroad switches. 
Now, we havetaken occasion heretofore to point out that in- 
vention is the result of a process of logical deduction, or, 
in other words, of the exercise of common 
sense. It is true the processes are often so 
subtle and elusive that each successive step is not distinct- 
ly defined, and the person who exercises this faculty is 








often unconscious of the steps, just as a skilful musiciau, 
if asked, is not aware of any volition in striking each dis- 
tinct note. Nevertheless, each note must be learned slow- 
ly and laboriously, and the skill of a good musician is due, 
toavery great extent, to a perfect knowledge of these 
primary elements, The same thing is true of mathe- 
matics. The first principles we learn in our school-boy 
days, and on these we build successively the prin- 
ciples of the higher mathematics, which are 
useful to us only when the first steps are 
accurately learned. Now, in invention the intellectual 
process is one of logical deduction from facts which 
are presented, and any fallacy of reasoning or inaccurate 
estimate of the elements from which the deductions are 
made is quite sure to mislead and result in fallacy or 
failure. It is quite true that in mathematics certain ar- 
bitrary signs are made to represent very important quan- 
tities, but the correctness of the result will depend upon 
the values which are assigned to these arbitrary signs. 
Now in invention a skilful inventor does not, in the pro- 
cesses by which he reaches conclusions, elaborate all the 
elements which enter into the syllogism of his ingenuity, 
any more than a mathematician would assign values to 
and y in every formula which he constructs; nevertheless 
wand y must have distinct and definite values, and so must 
the ideas of the inventor in order to reach correct resu'ts. 

Now imagine a mathematician undertaking to make an 
abstruse calculation, and employing in his formule arbi- 
trary signs to represent elements of the value of which 
he was ignorant, and then undertaking to employ such 
signs without understanding the methods by which the as- 
signed value of such quantities is maintained; what would 
be the probability of reaching correct solutions of any 
problem? Now this is exactly what so-called inventors 
are constantly trying to do. They start out with certain 
indefinite ideas, which they combine and transpose in 
various ways so as to produce the results they want to 
work out, quite regardless of the original values of the 
quantities employed. The accuracy of the results may 
easily be imagined. 

Now take the case of our correspondent. He proposes 
to bring out a new switch to be operated by a locomotive 
itself, and dosundry other things. If he has never carefully 
studied the manner in which such a switch must be operated 
in order to be useful, the conditions under which it mustwork 
or, as his letter seems to indicate, if he has no very defi- 
nite idea of the useful purposes which are to be accom- 
plished by it, he is undertaking to solve a problem in the 
solution of which he is employing unknown quantities 
alone. Before he is competent to invent a switch, he 
must carefully learn what a switch must d6, the conditions 
under which it must work, the wear to which it is sub- 
jected, and a hundred other things which need not be 
enumerated here. The men who have been engaged in 
constructing switches, during the past ten or twenty or 
thirty years, have studied all these points with the utmost 
care. An immense amount of ingenuity has been expended 
upon them, and numberless experiments have been made to 
determine the practicability of various plans and methods 
of construction. Now, without any of this special knowl- 
edge, our inventor enters the field and proposes out of 
his inner consciousness to evolve a switch, which will ac- 
complish what those with the most mature experience and 
careful study have not been able to construct. Of the 
modesty of such a proposal, it is not necessary to speak 
here: what we want to call attention to especially is the 
exceeding improbability of his success. Inventors have 
not been wanting in this field. There are a large number 
of patents on this part of railroads, and several inventions 
of this kind are now extensively and successfully 


used on different roads. The inventors of 
these have been for years not only taxing 
their ingenuity to the utmost, but they have been 


studying the problem experimentally, and observing with 
the utmost care the results of practical working. Now 
here comes our young inventor Who proposes condescend- 
ingly, ‘‘if it will pay,” to devise a switch which will be 
better than all those which have heretofore been used. 
Now let us consider upon what assumptions this proposal 
must be based. In the first place, as a large number of in- 
ventors have already been exercising their ingenuity in this 
direction, he must assume either that he has more ingenuity 
or a better quality of it than any of his predecessors, and 
if he has not studied the subject with the utmost care, 
that his genius is of such a superior character that it is 
not only better than that of all his predecessors, but will 
accomplish more than all of their combined ingenuity, 
plus their most careful study and practical experience. 
Now itis hardly necess:ry to say that if his chances of 
success rest upon such assumptions, there are several mil- 
lions of probabilities against to one in favor of his achiev- 


ing what he is aiming at. i 


In writing the above, we do not mean t® underrate or 
exaggerate the obstacles in the way of true inventors. 
Civilization and the whole human race owe them too much 
to place unnecessary obstructions in their way. What we 


wish to do ito disabuse the minds of many loose-thinking, 
visionary and undisciplined persons of the notion that 
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because they take a certain kind of pleasure in speculating 
over mechanical combinations and processes, therefore 
they are inventors. This is no more true than that an old 
woman isa skillful doctor because she takes a certain kind 
of motherly pleasure in administering doses to those who 
are sick. To young men especially we want to say, do not 
waste your time in dreaming about inventions until you 
have the knowledge and the discipline to be able to think 
clearly and conclusively. Your chief duty in the beginning 
of your career, aside from those obligations 
which the preachers have higher authority than 
we to teach, is to know your business thoroughly. If in- 
stead of inventive day-dreams you spend your time in 
studying what has already been invented, and learning 
that thoroughly, you will make greater progress than if 
you entertain visions of success attained by a bound of 
what you conceive is your genius. There are certain 
kinds of. work and study which every young man can en- 
gage in which are quite sure to yield an abundant return 
for his labor, and it is well to lay to heart the old proverb 
of the value of birds in the hand, when you are tempted to 
try to catch them by scattering salt on their tails. You 
will in all probability find it much easier to do the latter 
than to make a successful or profitable invention before 
you have learned all that can be learned of the subject on 
which you propose exercising your ingenuity. 


One of the things which nearly every man has to regret 
in looking back over his past life is the time which he 
spent in things which yielded no return. In our younger 
and more sanguine days, we are apt to disregard th: 
chances of failure, and not to realize how we are hedged 
about by uncertainties, and that whatever gives assurance 
of success is worthy of the most careful consideration. 
Now time employed in ‘‘learning your business” is sure 
to yield an abundant return for the time and work invest 
ed, but visionary speculation about inventions, in prob- 
ably several thousand cases to one, leads to disappoint- 
ment and loss of time, money and hope. 

We do not of course say that no one should ever invent 
or patent anything, but if you are tempted to engage in 
that alluring field, before committing yourself to it, or be 
fore spending more money than you can afford to lose, 
study the whole subject with the utmost care. If it is a 
new valve for a locomotive which you have devised, read 
all the books that have been written on the subject, or as 
many as are accessible to you. Learn what a locomotive 
valve must do in order to fulfil perfectly the purpose for 
which it is used; find out, if you can, what inventions 
have already been patented and the results of their use, 
and do not assume that you know more than books or 
other people until you have learned what they contain or 
know. In the great majority of cases if this course were 
pursued, the inventor would find, as most inventors ulti- 
mately do, that their invention serves no useful purpose or 
has been anticipated by some one else. 


One of the evils of dreaming over patents is that it 
diverts the attention, and thus occupies the minds of those 
so engaged as to unfit them for their ordinary occupa- 
tions. In fact, the effect on the mind of the in- 
ventor of speculating on inventions and patents 
is very often almost exactly the same as that of the passion 
for gambling on the gambler. He loses to a great extent 
the idea of the relation of cause and effect in work and 
wages, and lives on the expectation that mere adroitness will 
secure wealth and fame. A certain class of papers and 
agents for procuring patents have so stimulated this pas- 
sion for patents that there are now probably as mapy 
wrecked in character and fortune from this cause a8 
there are by the more clearly recognized vice of gambling. 
Nearly every railroad superintendent and master mechanic 
knows that manifestation of the passion which reveals 
itself in an incapacity for telling or apprehending the 
truth in matters which relate to the'’subject or the patent. 
Persons affected with this symptom will come swagger- 
ing into an office, and announce that they have the most 
important invention of the Nineteenth Century; that it is 
the one thing that has been needed to make unprofitable 
railroads pay dividends; that they have just been offered 
$500,000 for their patent, and have declined it; that they 
have seen Commodore Vanderbilt, who has ordered its 
adoption on the whole of his road, and that Tom Scott 
rejoiced with teats in his eyes when he saw it, and wanted 
to take three-quarters of the stock at par in the new com- 
pany which had just been organized, and that John Gar- 
rett had telegraphed to have the inventor come to Balti- 
more, as he wanted to secure the invention, 50 
to prevent his competitors from getting the advan- 
tage of it, and (this is the biggest lie of all) that the Edit- 
or of the Raruroap Gazerre had just seen it aud would in 
the succeeding issue publish a description and recommend 
ell railroads in the habitable earth to adopt it universally 
and pay the patentee whatever he demanded for it. 

What we have written is hardly an exaggeration of con- 
versations which nearly all railroad managers, and, alas ! 
the editor of this paper, are obliged to listen to. 

In conclusion, our advice to our correspondent, and 
many more like him, is first to learn some trade, bust- 
ness or profession, and to learn it thoroughly, before they 
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spend time or money on patents. After they have done 
this, if by the most careful study and experiment they 
learn how to improve on what others have done before 
them, it will be time enough to engage in ‘‘the patent bus- 
iness.”” 


A Great Railroad Contractor.* 


Although there were great public works requiring organized 
armies of laborers long before the days of rails—notably such 
as canals—and the business of a public contractor was well es- 
tablished when the “‘ Rocket” was yet unthought of, still the 
amount of such work in progress at one time in modern civil- 
ized nations had been comparatively small, and the 
spread of the railroad system from the time of the openiug of 
the Stockton & Darlington line to this day has been so rapid 
and so general in the whole civilized world and in not a little 
which was not civilized and indeed little more than a wilder- 
ness, that this business of undertaking the construction of 
public works, requiring for the most part vast numbers of 
comparatively unskilled laborers rather than any great skill 
and experience in workmen, has become vastly more promi- 
nent within forty years past. Indeed, in many places, when 
the term “‘ contractor” is used it is understood that railroad 
eontractor ism ant. To construct a hundred and fifty thou- 
sand miles or so since 1830 has required a large share of the 
world’s labor as well as a very large share of its accumulated 
capital; and the work in the field the part not connected with 
the production of the materials used on railroads—has been 
done under the direction of and through forces of laborers, 
organized and commanded by the new profession of railroad 
contractors—not the least important “captains of ind ustry” 
whose campaigns are conquering the resources of nature for 
the occupation and the use of man. 

While the work done in this way is tor the most part com- 
paratively rude, consisting very largely of digging and hauling 
and blasting, and of more or less simple masonry and fram- 
ings, and thus there has not been occasion or room for the ex- 
ercise of great and delicate skill in the processes, the works 
undertaken have been so extensive and the forces engaged on 
them so numerous, that there has been need of great skill in 
organization, the knowledge of human nature as well as ot the 
machinery of organization which enables one to make men 
work together well, and that extremely rare and valuable 
faculty which draws approximately accurate and safe con- 
clusions from a most complex mass of circumstances which 
moreover are not and cannot be fully known beforehand—a 
faculty which often seems like intuition, but which is really 
the exercise ot the mind on a mass of probabilities, in which 
experience has enabled it to make quickly and perhaps un- 
eonsciously a calculation of chances. The contractor who 
takes a considerable line of road-bed to make, for instance, 
knows that an inspection of the ground will not enable him to 
calculate exactly the amount of work (estimated by days or 
dollars’ worth) to be done; but if he has ex- 
perience and judgment he will know pretty nearly 
how much margin should be_ allowed for this possible 
error; be cannot be sure that he can keep bis force full and 
steadily at work—or perhaps he may be quite sure that there 
will be trouble with the workmen or with sub-contractors be- 
fore the work is completed—and these will cause the delays of 
greater or less length; but the skillful contractor makes an al- 
lowance for this drawback also; and so with a score of other cir- 
eumstances which add to the uncertainty of the calculation as 
to the cost of doing a piece of work and the time it will occupy. 
A large contract is largely based on a series of calculations of 
probabilities, which the contractor makes not from tabulated 
statements of past experiences, but usually from certain 
generalizations from personal experiences which have been 
absorbed as it were and become unconsciously principles with 
him in conducting his business. 

Thus while the knowledge and skill of the great railroad 
eontractor are largely of a kind which cannot be committed to 
books or transmitted by speech, they are none the less real 
and profound, while it ia a very rave nature indeed that can 
become proficient in them. 

While the making of estimates for bidding on contracts re- 
quires the proper appreciation of a vast number of variable 
circumstances, the actual execution of the work requires a 
peculiar administrative ability. Such work, however, has 
been done in all ‘ages, toa greater or less extent, and every 
manufactory, every ship, every large plantation ev n, and 
every army pre-eminently, is the scene of a directing mind 
aiming to secure certain definite results through the Jabors of 
many persons subordinate to it. But the contractor, perbaps, 
mvre than any of these, needs a knowledge of buman nature. 
The officer in the army op the vessel has a disciplined force 
and almost unlimited powers uver it ; the foreman of the shop 
bas men of much more than the average intelligence and 
morals, who may to some extent be trusted to carry out a 
general plan; but the contractor has usually to deal with men 
of the lowest grade of character ard intelligence ; they cannot 
be trusted to do either what is best for their employer or 
themselves ; often they know little even of their own simple 
work, are new at the business and have to be taught. How 
to make euch men work to advantage, how to keep them 
out of each other’s way, to make them help each other, 
to prevent antagonisms, to maintain something of the 
order which comes from discipline when each man is 
free to leave after every pay day—all this reauires 
a knowledge not to be got from the books, not to be 
found anywhere, except by intimate dealings with men of the 
kind, and not thus even except by those who have what we call 
a knowledge of human nature, whica consists largely in the 
ability to “put yourself in his place”—to know the man’s 
thoughts, his hopes, fears, ambitions, propensities, prejudices, 
and their natural effect in producing actions. So we think it 











* “Life aud Labors of Mr. B-assey, 1895-1870.” By Sie Arthur 
Helps, K. 0, B. Boston: Roberts Brotners, Pp. xx., 386, 


will be found that of the successful contractors who have per- 
sonally directed construction a very large proportion have 
had great sympathy with their workmen, which has caused 
them to make active efforts to oblige them, provide for their 
comfort and deal justly with them, and that they have been 
disposed ‘‘ to make allowances.” 

Of the many men who have distinguished themselves as rail- 
road contractors, the greatest doubtless was the late Mr. 
Thomas Brassey, who has had the good fortune to have Sir Ar- 
thur Helps write a volume on his “ Life and Labors.” 

Partly owing to the fact that the railroad is an English 
invention, but more doubtless to the general industrial pre- 
eminence of the country, which had been demonstrated in 
great public works as well as in other things—in a network of 
magnificent roads and a great system of canals as instruments 
of transportation—England easily took the lead as the rail- 
road builder of the world. The United States, it is true, has 
done all or nearly all of its own work of this kind, and 
some for other American and even European countries, but 
wherever there has been any chance of competing with the 
natives of the country, England has taken a share and often a 
very large share of the work of railroad construction. Every 
country in Europe and nearly every other has been the scene 
of the work of English engineers and railroad contractors, and 
so far has English example and prestige prevailed that the 
system and style of construction adopted in England for a 
dense population with the heaviest traffic in the world, and 
doubtless admirably adapted for its circumstances, have been 
closely imitated in almost every country in the world except 
the United States, even in countries with very light popula- 
tion and traffic, and where, consequently, a structure as costly 
as the English railroad cannot often be made profitable. 

Mr. Brassey, as he was the most successful, was also one of 
the first to adopt the new occupation which the new English 
invention had opened to Englishmen. Born in 1805, of a good 
and well-to-do but not wealthy family, he left school at the 
age of sixteen to learn the business of land surveyor and agent, 
and became when twenty-one the partner of the gentleman 
of whom he learned his business, in charge of the landed 
property which afterwards became the town of Birkenhead, 
Eight years later he made the acquaintance of George Stephen- 
son when that great man examined a quarry which Mr. Brassey 
managed, to ascertain the fitness of the stone for the construc- 
tion of the Sankey Viaduct on the Liverpool & Manchester 
line, which Mr, Stephenson was then building. Mr, Stephenson 
was pleased with the young man and advised him to put ina bid 
for a contract on a new railroad then about to be built. He 
did s0, but was five thousand pounds too high to get the con- 
tract ; but soon after he bid for and obtained a contract for 
the Penkridge Viaduct and ten miles of railroad on the line 
between Stafford and Wolverhampton, and there began the 
career as a railroad contractor which he pursued thereafter 

for thirty-six years in Europe, Aria and North and South 
America, in which he constructed in whole or in part 161 dif- 
ferent railroads, with an aggregate length of 6,600 miles—an 
average of about 180 miles of railroad per year. The amount 
of work involved in these contracts cannot be properly appre- 
ciated by a reference to our comparatively cheap and simple 
American structures, for Mr. Brassey’s railroads were nearly 
all of the heaviest and solidest character, and the Grand 
Trunk of Canada is an example of the sort of work which he 
turned out for light colonial traffic. At one time he and his 
partners had under way work costing $85,000,000, and em- 
ployed 80,000 men. 

Mr. Brassey thus entered upon this occupation just at the 
time when the world was about to want work of this kind 
more than almost any other, and when it was not possible 
that there should be many men having the special knowledge, 
the administrative ability and the peculiar judgment needed 
to perform suc’: work successfully. Beginning with .his ten- 
mile contract in 1885, the next year he completed 36 mile« of 
t e London & Southampton, in 1839 37 miles on two English 
roads and one Scotch road, and two years later, having made 
a wide reputation as a trustworthy and prompt contractor, he 
completed the 82 miles of the Paris & Rouen Railroad, which 
was followed the next year by the 294 miles of the Orleans & Bor- 
deaux; these lines being the beginning of his'continental work, 
and, indee 1, of his pre-eminence as a contractor, for we fiud 
him credited with 58 miles in 1843, 189 miles in 1844, 341 miles 
in 1845, 155 miles in 1846, and 273 miles in 1847, the latter be- 
ing on ten different lines. In one year he had contracts in 
England, France, Holland and Canada; in another in Eng- 
land, Belgium, Italy, Germany and Denmark, and the record 
cf his career shows him to have prosecuted works successively 
in England, Scotland, France, Wales, Spain, Italy, Norway, 
Holland, Canada, Belgium, Denmark, Austria, India, Austra- 
lia, Brazil, the Island of Mauritius, Ireland, Buenos Ayres, 
Roumania, Russia, Peru and Hungary. 

Mr. Brass ey, therefore, was not only one cf the largest of 
modern employers of labor, but he had experience in the use 
of more different kinds of labor than most men ever have oc- 
casion to use or would be able te use advantageously. When 
he first undertook work on the Continent he took with him bis 
laborers (what the English call ** navvies,” for which we have 
no corresponding term), chiefly, however, because the English 
alone had any considerable number of men skilled in construct- 
ing railroad earthworks. By this time, how ver, his con- 
tracts were on too large a scale to permit him to oversee the 
details of work, and the system of sub-contracting, which was 
then new, was pretty generally adopted. But many Fi: euch- 
men were engaged to work with the English navvies, who thus 
became their instructors—a task which was performe: quite 
simply, in spite of the fact that they could not understand 
each other. The method as given by Mr. Helps was as 
follows: 

“They pointed to the earth tobe removed, or the wagon to 
be filled, said the word ‘*‘dainn” emphatically, stamped their 
feet, and, somehow or other their instructions thus conveyed. 





were generally comprehended by the foreigner.” A further 


illustration of the difficulties not unseldom met in the pros- 
ecution of Mr. Brassey’s contracts is the following passage : 

“On this railway between Paris and Rouen there were no 
fewer than eleven languages spoken on the works. The 
British spoke English ; the Irish, Erse; the Highlanders, 
Gaelic, and the Welshmen Welsh. Then there were French, 
G.rmans, Belgians, Dutch, Piedmontese, Spaniards and Poles 
—all speaking their own languages. There was also one 
Portuguese, but he was a linguist in his way, and could speak 
some broken French,” 

Mr. Brassey, in the course of six or seven years, having ac- 
quired a European reputation as a successful contractor—not 
simply as one who made profitable contracts, but a contractor 
whom it was fortunate for a company to have—it is important 
to know how he made that reputation, and what were the pe- 
culiar qualities which gave bim such success. We do not 
think that Mr. Helps’ book gives adequate information on this 
point. [tlays great stress on certain moral qualities which 
distinguished lim, and were, no doubt, indispensable to his 
success; but wo get little information as to his peculiar 
mental qualities, or of his conduct in estimating on con- 
tracts, and organizing and disposing his forces for 
their execution. The moral qualities, such as faith- 
ft Iness, regard for his subordinates, resolution to 
carry out his contracts to the letter as to time and 
quality of work, though indispensable to success, do not yet 
explain it; for these qualities are not exactly rare, and will 
effect little without knowledge and good judgment, These 
latter, of course, Mr. Brassey had in a very high degree, 
but his biography gives us little detaied information as 
to’ the manner in which they were manifested. Sir 
Arthur Helps has made a study of the elements of character 
and the talents which fit men for business, and of organiza- 
tion for administration. Though a distinguished literary 
man, he is ina manner a business man himself, having been 
long connected with the British civil service in an important 
position, which gave him many dealings with men. But in 
his outline of Mr. Brassey's character as a man of business 
he mentions his trustfulness in his agents, his liberality, 
equanimity, delicacy in blaming, his courtesy, presence of 
mind, hatred of contention, his anxiety to have his work done 
well and quickly, and his ambition “to win a high reputation 
for skill, integrity and success in the difficult vocation of a 
contractor for publ ¢ works ; to give large employment to his 
fellow-countrymen ; and by means of British labor and British 
skill to knit together foreign countries, and to promote civili- 
zation, according to his view of it, throughout the world ;” 
but he simply affirms his possession of “ powers of perception, 
of calculation and of organization,” and sums up his character 
by saying, ‘‘Mr. Brassey was, in brief, a singularly trustful, 
generous, large-hearted, dexterous, ruling kind of personage, 
blessed with a felicitous temperament for bearing the respon- 
sibility of great affairs,” 


Of course, we should be able to obtain as definite an idea of 
the character of the man from the record of his life, just as 
those who knew him got their idea of his character from his 
actual life; but, except on the moral side, as we have said, we 
do not get such an impression from the record which Mr, 
Helps has prepared, though it is certainly a very interesting 
and valuable historical record, 

But it is evident that a large part at least o Mr. Brassey's 
success was due to bis skill in selecting and working through 
agents; for no inconsiderable part of his contracts, such as those 
in India, Australia and South America—never came under his 
eye; and except during his first years as acontractor his 
works were usually too extensive to receive much detailed su- 
pervision from him. Moreover, his biographer informs us 
that he put almost unlimited confidence in his agents, and, 
after the first consultations and directions, gave almost un- 
qualified authority to those who had worked with him 
long, as most of them had. Agein, no small 
part of his success must have arisen from the 
terms which he made for his pay. To what extent he took the 
shares and bonds of companies in payment for his work we are 
not informed, but often it was to a very large extent, we believe ; 
and whenever that was the case success or utter ruin might 
depend on an accurate judgment of the value of the line under 
construction, or of the ways and means of procuring a market 
tor its securities—matters on which very few men are qualified 
to judge. Mr. Brassey did not always profit by his contracts, 
it is true, but as his profits on them amounted, on the 
whole, to more than $12,000,000, (not including the accumula- 
tions of this capital), it is evident that the proportion of losing 
contracts was very small. The profits seem not to have been 
very large on the average, however, and Mr. Brassey's great 
wealth resulted rather from the vast extent of his business 
than from any unusual profits in it. Altogether the works 
which he constructed are said to have cost about $390,000,000 
so that his average rate of profit was little more than 3 per 
cent. on the expenditure. 

We have intimated that the book is not so valuable as it 
might have been as a life of Mr. Brassey or for the information 
which it contains on the subject of railroad contracting. Mr, 
Helps has devoted a large part of its pages to subjects which 
have a peculiar interest for himself, which are almost always 
of general interest, and even of great value, yet would, we 
think, have been better employed if devoted to the subject in 
hand—the life of a noble and successful business man in a 
new field of labor, and an account of the peculiarities of the 
novel and important business of railroad contracting. For 
instance, the author expounds at some length bis theory of 
the proper method of writing a biography; he gives a great 
deal of very interesting}(and entirely appropriate) information 
regarding the laborers of different countries, concerning 
which a son of the subject of the biography, the present Mr. 
Thomas Brassey, has devoted a large part of a volume based 
upon his father’s experience. Mr. Helps, also, in con- 
nection with some of Mr. Brassey's foreign con 





tracts, enlarges on the subject of emigration, and becomes 
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quite enthusiastic concerning the advantages of the Argentine 
Republic, and he devotes an entire chapter to “ Railways 
and Government Control.” We are not sorry to get these 
things from so thoughtful and accomplished an author, but 
we must say that we would have preferred more concerning 
Mr. Brassey, his works, and his method of conducting them. 

Mr. Helps’ fluent and limpid style appears to advan- 
tage in this book, which is illustrated by a fine portrait of Mr. 
Brassey and several maps showing the lines which he con- 
structed, and by oneor two other engravings, and is of general 
interest, as well as of special interest to railroad men and 
above all to railroad contractors, who are likely to read it with 
avidity. 

It is an unusually beautiful volume, also, and can be recom- 
mended unreservedly to all who have any curiosity concerning 
one of the greatest leaders of modern industry. 


Reeord of New Railroad Construction. 

This number of the Rarinoap Gazerre has information of 
the laying of track on new railroads as follows: 

Springfield & Northwestern.—Completed by an extension 
from Oantral southeast 11 miles to Springfield, Ill. Cairo & 
St, Louis. —Extended from Unity north 11 miles to the north 
line of Union County, Ill. 

This is a total of 22 miles of new railroad, making 1,686 miles 
completed in the United States in 1874, against 3,355 miles in 
1878 and 6,811 in 1872. 














Tax Cnzap TRANSPORTATION AssOcIATION began its session 
in Richmond, Va., on the 1st inst., delegates being present, 
from fourteen States and Territories, the President, Hon. 
Josiah Quincy, of Boston, being the only delegate from New 
England, a delegation nearly as large as all others com- 
bined coming from New York, no other Eastern State 
being represented. Ohio, Illinois, Minnesota, Iowa and 
Missouri, of Western States, having representatives, and six 
Southern States. Mr. Thurber, of New York, read a report on 
railroads, which pronounced against watering stock, fast 
freight and express and sleeping-car lines not owned by the 
railroad companies; and it was charged that railroad officers 
very generally plunder the companies which they serve by 
various corrupt practices. Competition was held up as 
‘the only really effective and permanent relief,” 
and it was said] that there is a difference of opinion 
whether competition should be sought by ’new rail or water 
lines. ‘The report favored both, and especially an exclusively 
freight road owned by the nation from the grain regions to 
the seaboard. Mr, Thurber closed the proceedings of the 
first day’by readinga poem on steam. 








Pay ror Mai Service is the subject of a paragraph 
in the annual report of the Post-Office Department submitted 
by the new Postmaster General. He says that “At present the 
matter is in a very unsatisfactory condition, and some equita- 
ble mode of adjustment should be at once devised and sanc- 
tioned by law.” He also says: “I find no disposition on the 
part of any failroad or transportation company to deal other- 
wise with the Department than in a spirit of fairness and 
justice.”’ 








NEW PUBLICATIONS. 


Journal of the Railway Association of America.—A circular 
from the Oorresponding Secretary of the Association, Mr. 
Harry E. Sharpe, announces that the second number of the 
Journal, to be issued in December, will contain the following 
articles: 

I.—Special Re on the Freight Traffic of the Pittsburgh, 
Fort Wa e & Chicago Railway, for the years 1865-6-7-8. B 
W. P. Shinn, Assistant President Allegheny Valley Railro 
Company, penety Sere Freight Agent Pittsburgh, Fort 
Wayne & Chicago way. 

tA aper pro ee ap | Mr. W. R. Malcolm, Assistant 
Secret: Board of Trade ( way Department), England, to 
the Joint Select Committee of the English Parliament, in 1872. 
It describes the items of management obtaining on the 


Continental 
IIl.—A = furnished to the Committee above mentioned 
b Captain. . W. Tyler, Railway, Inspector to the Board ot 
6. It gives an in ting resume of the history of nt 
lish railways; the manner in which their capital was provided; 


the rates of interest returned; train mileage expenses; varia- 
tions of cost in 3 @ re t+ and a glance at the 
future; railway mono ; amalgamations; interests of the 


railway companies vs. interests of the public; difficulties of 
control; company management vs. State management; Irish 
railways, and remarks as to the purchase of the nglish rail- 


ways by the State. 
TV.—-Regulation of Fares and Freights by Legislation; from 
the Fourth Report of the Massachusetts Commissioners. 
V.—A Paper on The Best Means of Preventing Accidents at 
Railroad ; by J. M. Goodwin, of Cleveland, Ohio. 
VI.—Railroad Grade Crossings; a paper read before the Bos- 
ton Society of Civil Engineers, June 5, 1874, by T. Appleton, 


C.E. 

VII.— Notes and Queries. 

The first of these papers is a republication of a report made 
by Mr. Shinn to his company, now out of print, with very few 
copies aecessible. We have thought it so valuable as to have 
a manuscript copy made of it. 

The two papers from the British Parliamentary Reports 

belong to what is generally known as the report of the ““Amal- 
gamation Committee,” which is one of the extremely valuable 
documents on the subject of railroads published by the British 
Government, the other being the report of a certain special 
commission, appointed in 1865, “for the purpose of inquiring 
into the various matters connected with railways.” This lat- 
ter report, with the accompanying evidence, covers 2,100 of the 
large “blue book” pages, and the ‘“Amalgamation’s” report is 
even larger. Many of these have been imported by American 
railroad companies, and every one ought to have a copy at the 
general office, as they are perfect mines of facts and opinions 
concerning European railroads and railroad practiee. Papers 
IV., V. and VI. have all appeared in the Raruroap Gazerrs, the 
last two during the current year. 


The Secretary also makes the announcement that subscrip- 
tions will be received for this, the previous and following num- 
bers of the Journal at 75 cents per number. He may be ad- 
dressed at St. Louis. 


Gontributions. 





An Error in the October Train Accident Report. 


TRANSPORTATION Oprice, ATLANTIC & GuLF RAILROAD, 
Savannau, Ga., November 26, 1874. 
To THE Eprror oF THE RAILROAD GAZETTE: 
In your report of “‘ Train Accidents” for October I see you 
report the explosion of a locomotive at Albany on this road on 
the 30th, which is a mistake. Nothing of the kind occurred. 
A plug (what is known to locomotive engineers as a ‘* Dutch- 
man”) came out, turning all the water out of the boiler. A 
freight train engine was substituted, and the train made its 
time to Savannah. Early the next morning, the plug having 
been replaced, that engine started east, coming into Savannah 
that night with 18 loaded cars. J. 8. Tyson, 
Master of Transportation. 


The Little Rock Bridge. 


St. Louis, Inon Mountain & SournHunn Ratiway Co., } 
PREsIDENT’s OrrFice, St. Louis, November 26, 1874. { 


To THe Eprror oF THE RArRoAD GAZETTE: 
In your paper of Nov. 14, on page 448, you have a paragraph 
headed ‘‘ Little Rock Bridge,” and express just surprise at 
proposa's lately issued in Londen by George Burnand & Co., 
for a loan of £200,000. 
You are right in stating that the only bridge over the Ar- 
kansas at Little Rock was completed Dec. 21, 1878. You may 
add, if you please, that it is called the “‘ Baring Cross Bridge,” 
and that over it are passing the cars of the St. Louis, Iron Moun- 
tain & Southern Railway, and of the Memphis & Little Rock 
Railroad, and that the only other railway connecting there is 
the Little Rock & Fort Smith, which has not sufficient business 
as yet to justify any bridge contracts at that point. If any 
body wants another bridge at Little Rock, less than half the 
money asked for, in the proposals alluded to, would build it. 
Very truly yours, 
Tos. ALLEN, President St. L., 1. M. & 8. Railway. 








The Annual Inspection of Track of the Pennsylvania 
Railroad. 





PHILADELPHIA, November 25, 1874. 
To THE Epitor OF THE RAILROAD GAZETTE : 

Our company have, for a year past, taken great interest in 
the superstructure of their road, and we have just completed 
our annual inspection of the track (a specification and sample 
card I inclose herewith).- A committee composed of the Gen- 
eral Manager, Engineer of Maintenance of Way, General Su- 
perintendent, and all the division superintendents pass over 
the road at a speed of, say, twelve miles per hour, in cars 
specially prepared for the purpose, each person marking the 
items with a number equivalent, in his judgment, to the con- 
dition of the track. Finally these cards are summed up, and 
the average condition of each particular subdivision is thus 
obtained. The foreman whose subdivision is perfect receives a 
premium of, say, $100; those who rank 9 a premium of $50; and 
those who rank 8,a premium of $25—always provided that 
their subdivisions are not less than 9 for “line and surface.” 
A record of each subdivision is kept in the office, and we can 
easily tell by consulting the cards whether a subdivision fore- 
man isimproving his track or allowing it to “go down” on 
his hands. 


Wm. H. Brown, 
Engineer of Maintenance of Way, 
Pennsylvania Railroad. 
{The following are the inclosures referred to in Mr. Brown’s 
letter. The first we have published before:] 
PENNSYLVANIA RAILROAD COMPANY, 
DIVISION. 
SPECIFICATIONS FOR A PERFECT SUB-DIVISION. 

Superstructure, 
1. The track must be in good surface; on straight lines the 
rails must be on the same level, and on curves the proper ele- 
vation, asset down in the table, must be given to the outer 
rail and carried uniformly around the curve. This elevation 
should be commenced from 100 to 150 feet back of the point of 
curvature, depending on the sharpness of the curve, and in- 
creased uniformly to the latter point where the full elevation 
is attained. Thesame method should be adopted in leaving 
the curve. 

2. The track must be in good line. 

8. The splices must be properly put on with the full number 
of bolts, nuts, stop washers and stop chairs. The nuts must be 
screwed up tight. 

4, The cong of the rails must be exactly mid-way between 
the joint ties, and the joint on one line of rail must be oppo- 
site the centre of the rail on the other line of the same track. 
In Winter a distance of five sixteenths of an inch and in Sum- 
mer one sixteenth of an inch mugt be left between the ends of 
the rails to allow for expansion. 

5. The rails must be — both on the inside and outside 
on each tie, on straight lines as well as on curves. 

6. The cross ties must be properly and evenly spaced, 16 ties 
to a 30 ft. rail, with 10 inches between the edge of bearing 
surfaces at joints, with intermediate ties evenly spaced a dis- 
tance of not over two feet from center to center, and the ends 
on the outside, on double track, and on the right-hand side 
going north or west on single track, must be lined up parallel 
with the rails. 

7. The ties must not, under any circumstances, be notched, 
but should they be twisted, must be made true with the adze 
oe rails must have an even earing over the surface of 

6 ties. 

8. The switches and frogs must be kept well lined up and in 

ood order. Switches must work easily and safety blocks must 

attached to every switch head. 

9. The switch signals must be kept bright and in good 


order. 
Road-Bed and Ballast. 


10. ‘Ihe baliast must be broken evenly and not larger than a 
cube that will pass through a two and one-half inch ring. 


PENNSYLVANIA RAILROAD 





There must be a uniform depth of at least twelve inches of 
clean broken stone under the ties. The ballast must be filled 
up evenly between, but not above the top of the ties, and also 
between the main tracks and sidings where there are any. In 
filling up between the tracks coarse, large stones must be 
placed in the bottom in order to provide for drainage, but care 
should be taken to keep the coarse stone away from the ends 
of the ties. At the outer ends of the ties the ballast must be 
sloped off evenly to the sub-grade. ; 

11. The road-crossing planks must be —~ pe’ the 
planking should be three-quarters of an inch below the top 
of rail, and two and one-half inches from the gauge line. The 
ends and inside edges of planks should be beveled off. 

Ditches. 


12. The cross section of ditches at the highest point must 
be of the width and depth as shown on the standard drawing 
and graded parallel with the track so as to pass water freely 
during heavy rains and thoroughly drain the road-bed. 

13. The lines must be made parallel with the rails and well 
and neatly defined. f 

14. The necessary cross drains must be put in at proper in- 
tervals, 

15, Earth taken from ditches or elsewhere must be dumped 
over the banks and not left at or near the ends of the ties, put 
distributed over the slope. Earth taken out of the ditches in 
cuts must not be thrown on the slope. 

16. The channels or streams for a considerable distance 
above the road should be examined and brush, drift and other 
obstructions removed. Ditches, culverts and box drains 
should be cleared of all obstructions, and the outlets and in- 
lets of the same kept open to allow a free flow of water at all 
times. 

Policing. 


17. The telegraph poles must be kept in proper position and 
trees near the telegraph line must be kept trimmed to prevent 
the branches — the wires during high winds. 

18. Allold material, such as old ties, old rails, chairs, car 
material, etc., must be gathered up at least once a week and 
neatly piled at proper points. 

19. Briers and undergrowth on the right of way must be 
a cut close to the ground. 

0. Station platforms and the grounds about stations must 
be kept clean and in good order. 
CARD. 

Pennsylvania Railroad Vompany—P. Rh. R. Division.—Mid- 
dle Division.—Report of Condition of Track on Supervisor's 
Division No.6. —-- 5 Bers 
James McKniaut, Supervisor. 
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The numbers from 1 to 10 will be used as comparative to show the 
relative condition of the line and surface, joints, etc., of the foreman’s 
track. Zero will be used in cases where there is no ballast, switches, 
sidings, ditches, road crossings or station grounds; 10, being the 
highest mark, will be used to designate perfection, and medium will 
be represented by 5; the other numbers to be used in representing 
the relative condition above or below medium. 


a Mailroad Bien: ° 


ELECTIONS AND APPOINTMENTS. 


—Mr. Charles H. Wood, late Agent in Chicago for the Pitts- 
burgh, Cincinnati & St. Louis Railway, has been _ oo 
Agent in Chicago for the Blue Line, in place of A. Walling- 
ford, deceased. His office is at No. 67 Clark street, 


—Mr. Eugene E. Loomis has been appointed Agent in Chi- 
cago for the Pittsburgh, Cincinnati & st. Louis Railway, in 
place of Charles H. Wood, resigned. 


—Mr. W. D. McFarlane has been appointed Master Mechanic 
of the Cairo & St. Louis Railroad in place of [. Newell, re- 
signed. Mr. J. KE. Clarke has been appointed Train Dispatcher 
in place of J. W. Ravelin. 

—Mr. H. A. Taylor, of New York, is President of the Central 
Railroad Company of Minnesota, and R. W. Burlingame is 
Secretary and Treasurer. 


—The board of directors of the Annapolis & Elk Ridge Rail- 
road Company met in Annapolis, Md., Teeter 24, and re- 
elected the following officers for the ensuing year: President, 
D. R. Magruder; Vice President and General Manager, W. R. 
Hutton; Secretary, John G. Butler. The Executive Commit- 
tee chosen was as follows: W. R. Hutton, Augustus Gassaway, 
Dr. Estep Hall, Thos. J. Iglehart and John G. Butler. 


—Mr. Samuel Houston has been appointed Master of Ma- 
chinery of all the Baltimore & Ohio Company’s lines west of 
the Ohio River. Mr. Houston has been for a number of years 
owe Master Mechanic in charge of the Mount Clare shops in 

altimore. Mr. A. J. Crummell, late Master Mechanic at 
Piedmont, succeeds Mr. Houston at Mount Clare. 


—Mr. Albert Congdon has been appointed Master Mechanic 
of the Toledo Division of the LakeShore & Michigan Southern 
Railwey in place of Mr. George H. Tier, resigned. His office 
is at Norwalk, O. Mr. J. M. Sanborn has been appointed Fore- 
man of the engine-house and machine shop at Norwalk. 


—aAt the sixth annual meeting of the Monadnock. Railroad 
Company in Peterboro, N. H., the following directors were 
elected: H.K. French, Jonas Livingston, Peterboro, N. H.; 
J. H, Fairbanks, Winchendon, Mass.; Peter Upton, Dr. O. H. 
Bradley, East Jaffrey, N. H.: H. A. Blood, Fitchburg, Mass.; 
Willis Phelps, Springfield, Mass. 

—The first board of directors of the newly organized Evans- 
ton & Chicago Railroad Company is as foliows: B. F. Allen, C. 
E. Brown, J. D. Easter, ©. J. Gilber, Obadiah Huse, J. F. 
Keeney, L. C. Pitner, D. H. Wheeler. 

—The new board of directors of the Connecticut Valley Rail- 
road Company has re-elected all the old officers as follows: Presi- 
dent, James C. Walkley; Vice-President, L. Boardman; Secre 
tary, Levi Woodhouse; Treasurer, N, Hollister; Superintendent 
and Chief Engineer, Hiram Fowler; Attorneys, H. H. and 
H. 8. Barbour; Executive Committee, J. C. Walkley, L. Board- 
man, N. Hollister, F. B. Cooley, Samuel Babcock. 








—Mr. Milton Sessions, formerly of the Vermont Central and 
later of the Taunton Car Company, is now Superintendent of 
Cars and Bridges of the Keokuk & Des Moines Railroad, with 
office at Keokuk, Ia. 


—At the annual meeting of the Charlotte, Columbia & Au- 


gusta Railroad Company poeene, the following directors were 
chosen : R. R. Bridgers, J. W. Thompson, 8. B. Alexander, A, 
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B. Davidson, North Carolina ; F. W. McMaster, T. J. Robert. 
son, J. H. Rion, A. B. Spring, J. B. Palmer, B. D. 'Townsend- 
L. D. Childs, J. J. McClure, South Carolina; W. D. Jackson, 8. 
D. Heard, Josiah Sibley, David Dickson, Georgia ; B. F. New- 
comer, W. D. Walters, Baltimore ; Charles Estes, Mayor of 
ageme Ga., is a director ex officio. The board elected Col. 
J. B. Palmer, President. 

—At the annual mecting of the Wilmington, Columbia & 
Augusta Railroad Company in Wilmington, N. C., recently, 
the stockholders elected Col. J. B. Palmer, President, and R. 
R. Bridgers, W. T. Walters, G. 8. Brown, W. H. Graham, 8. M. 
Shoemaker, J. Cameron, B. F. Newcomer, H. B. Short and L. 
D. Childs, directors. The board elected R. R. Bridgers, Vice- 
President and General Manager ; W. T. Walters, Second Vice- 
President ; J. W. Thompson, Secretary and Treasurer. 

—At the annual meeting of the South & North Alabama 
Railroad Company in Montgomery, Ala., November 28, the 
followin directors were chosen: J. W. Sloss, Thomas Joseph, 
Josiah Morris, H. E. Faber, Joha W. Durr, Bolling Hall, W. J. 
Bibb, of Montgomery, Ala.; C. Linn, Col. J. R. Powell, Bir- 
mingham, Ala.; Luke Pryor, J, T. Tanner, of Athens, Ala.; 
Thomas Martin, Albert Fink, Louisville, Ky. Col. J. W. Sloss 


was re-elected President and H. M, Bush Secretary and Treas- 
urer. 


—At the annual meeting of the New York & New England 
Railroad Company in Boston, December 1, the followin eC- 
tors were chosen: George W. Balawin, A. W. Beard, Legrand 
B. Cannon, William Butler Duncan, Charles H. Dalton, 8. Suy- 
dam Grant, William T. Hart, Edward W. Kinsley, Frederick J. 
Kingsbury, Frederick W. Rhiuvelander, George M. Rice, John 
F. Slater, James Y. Smith, James Sturgis, Royal C. Taft. 


—The Ponagansett Railroad Company has completed its 


permanent organization by the election of the following board 
of directors: James Y. Smith, Amos D. Lockwood, Alanson 
Steere, Thomas Pray, Jr., George Hutchins. The office of 
the company is at Providence, R. I. 

An association called the Railway Passenger and 
pa Conductors’ Mutual Aid and Benefit Asso- 
ciation 


ha» been organized in Chicago by the choice of 
the following _ officers: President, James Sherman, 
Michigan Central; First Vice-President, George Hewett, Chi- 
cago & Northwestern; Second Vice President, A. M. Putnam, 
Iilinois Central; Secretary and Treasurer, L, Quirck, Chicago, 
Rock Island & Pacific; directors, E. D. Latham, Chicago & Al- 
toa; E. A. Sadd, Chicago, Burlington & Quincy; J. J. Fitzger- 
ald, Rockford, Rock Island & St. Louis; F. Washburn, Ohio & 
ar aa &. P. Maul, Missouri Pacific; J. Ladd, Michigan 
entral. 








PERSONAL. 


—Mr. Adrian W. Smith, Cashier of the Central Railroad of 
New Jersey, fell while attempting to jump on a moving train 
at Elizabeth, N. J., November 24, and had one of his legs bad- 
ly crushed by the wheels of the car under which he fell. His 
leg was amputated, but he died the next day. 


—Mr. Charles H. Gould, General Freight Agent of the Bur- 
lington, Cedar Rapids & Minnesota Railroad, died in Cedar 
Rapids, Iowa, November 19. Mr. Gould served in the Navy 
during the war and subsequently came to Cedar Rapids, 
where he was successively Agent for the Chicago & North- 
western, Chief Clerk and General Freight Agent of the Bur- 
lington, Cedar Rapids & Minnesota. He was 34 years old, and 
was highly esteemed both as a business man an personally. 


Mr. Julius A. Spencer, who had been for forty years past in 
the service of the Utica & Schenectady and its successor the 
New York Central Railroad Company, died recently at his res- 
idence in Utica, N. Y. 


—Mr. Nathaniel G. Kishborn, a prominent ship-builder and 
President of the Penobscot Bay & River Railroad Company, 
died at his residence at Stockton, Me., November 30. 


—Mr. Jonathan Sturges, an old, wealthy and well-known 
merchant, and for many years a director of the Illinois Cen- 
tral Railroad pry ope of which, indeed, he was one of the 
founders, died at his residence in New York, November 28, in 
the seventy-third ae of his age. Mr. Sturges had been in- 
terested in the Illinois Central from its beginning, and was 
prominent among those who obtained the land grant and se- 
cured the construction of the road. 


—Mr. John Duff has resigned his position as President and 
a trustee of the Atlantic & Pacific Telegraph Company. 
L. P. Morton has resigned-his position as a member of the 
board of trustees. 

—Wr. Thomas E, Spooner has resigned his position as Con- 
tracting Agent in St. Louis for the St. Louis & Southeastern 
Railway, and has gone to Florida to take a position on the 
Jacksonville, Pensacola & Mobile. 


—Mr. John Colgate has resigned his position as Auditor of 
the Eastern Railroad, to accept a position on the Chicago, Du- 
buque & Minnesota. 

—The candidates most prominently mentioned for the 
presidency of the Boston & Albany Railroad Company in the 
event of Mr. Chapin’s retirement at the coming election are 
Judge Colt, of Massachusetts Supreme Court,fand Mr. D. 
Waldo Lincoln, who bas been Vice-President since the con- 
solidation and who was for some years previously Vice-Presi- 
dent of the Boston & Worcester Company. 


—Mr. H. A. Blood, General Manager of the Boston, Clinton & 
Fitchburg road, has been elected Mayor of the City of Fitch- 
burg, Mass. 

—Hon. William F. Havemeyer, Mayor of the city of New 
York and Vice-President of the Long Island Railroad Com- 
pany died suddenly in his office November 30. Mr. Have- 
meyer was not preminent as a railroad man, being chiefly 
known as Mayor of New York, to which office he had been 
three times elected. 








TRAFFIC AND EARNINGS. 





—The earnings of the Great Western Railway of Canada for 
the week ending November 6 were: 1874, £21,308; 1873, £24,- 
072; decrease, £2,764, or 1144 per cent, 

—The earnings of the Toledo, Wabash & Western Railway, 
for the third week in November were : 1874, $97,611 ; 1873, $88,- 
434 ; increase, 9,177, or 103% per cent. 


—During the season of navigation just closing the number 
of vessels passing through the Rock Island Bridge over the 
Mississippi was as follows: packet steamers, 442; freight and 
raft +teamers, 1,168; barges, 464; sail-boats, 11; rafts, 583 ; 
total of all kinds, 2,668. The season opened March 29, and 
closed November 19. 


—The earnings of the Philadelphia & Erie Railroad for Octo- 
ber were : 


Earnings ($1,217 per mile).... ....sscccscescseccecceesees $350,579 34 
Expenses (65.97 per cent.)........+.006 ES OO 231,294 25 
Net earnings ($414 per mile).............. tosecedesos «e+» $119,285 09 


For the ten months ending October 81 the net earnings of 
the road were: 1874, $796,672.70; 1878, $314,785.23; increase, 
$481,887.42, or 153.08 per cent. 


—Flour and grain shipments from the six lake ports, St. 
Louis and Peoria for the week ending Nov. 21 were 135,- 
000 barrels of flour, 1,356,404 bushels of wheat, 708,570 of corn, 








306,482 of oats, show a decrease of about 3 per cent. in 
flour, and 14 per cent. in oats, and an increase of 4 per 
cent. in wheat and 70 per cent. in corn compared with the cor- 
responding week in 1873. 








—The earnings of the Monadnock Railroad for the year end- 
ing September 30, 1874, were: 
Earnings from passengers.......... .. 6. cscs eeeee cosee $ 29 
IDS eerisn 4000s 40:0090600000$0650:0006) ceseengesece 12,896 08 
GEROP COMESEB cscs . . Kescteccccsone + csnsravcrccres 3,036 
Total earnings ($1,724 per mile)...........66 .ceeeeees $29,311 75 
Expenses (75.76 per cent)........ 22,207 37 
Net earnings ($418 per mile)..........--.c0008 cece eee $7,104 38 

—The earnings of the St. Louis, Iron Mountain & Southern 


Railway for the third week in November were: 1874, $87,500; 
1873, $47,818; increase, $39,682, or 83 per cent. 

—The earnings of the Denver & Rio Grande Railway (main 
line) for the third week in November were: 1874, $6,259; 1873, 
$7,409; decrease, $1,150, or 1544 per cent. 


—The numover of hogs packed from November 1 to 21 at 
Western poaing cities was 1,161,699 in 1874 against 1,132,786 
in 1873, and 756,416 in 1872. The packing business now o~ 
the railroads a most important traffic, and, as prices ot hogs 
and products are comparatively high, does much to revive 
business. 

—The flour and grain receipts of the six Western lake ports, 
St. Louis and Peoria for the crop year beginning with 
August 1 down to November 21 were 1,954,425 barrels of flour 
and 60,069,403 bushels of grain of all kinds this year, against 
2,040,720 barrels of flour and 74,487,698 bushels of in in 
1873, showing a decrease of nearly 20 per cent. in n and of 
4%, per cent. in flour. 


—The shipments of refined oil east from Pittsburgh for the 


week ending November 28 were: Allegheny Valley, 2,271 bar- 
rels ; Pennsylvania, 516 ; Pittsburgh, Washington Baltimore, 
7,155 ; total, 9,942 barrels. 


—Chicago receipts for the week ending Nov. 28 show a de- 
crease of 30 per cent. in flour, 35 p»r cent. in wheat, 11 per 
cent. in oats, and 86 per cent. in dressed hogs, and an increase 
of 105 per cent. in corn, 5 per cent, in live hogs and 116 on 
cent. in cattle compared with receipts for the corresponding 
week last year. 








OLD AND NEW ROADS. 


United States Contract. 

Proposals will be received until December 15 by Mr. Thomas 
Walsh, Superintendent, a: his office in St. Louis, Mo., for the 
iron work of the basement floor of the new United States Cus- 
tom-house and post-office building in 8t. Louis, The work 
required consists praneeny of rolled iron beams and cast-iron 
columns. Drawings and specifications can be had on applica- 
tion to Mr. Walsh. 


New York & Oswego Midland. 

Concerning the proreeed abandonment of the main line 
from North Bay to Smith’s Valley, the Rome (N. Y.) Sentinel 
says: ‘* With the construction of the road from North Bay to 
Rome (14% miles)tthe line between North Bay and Oswego 
would be preserved and become valuable. The distance be 
tween Rome and Oswego would be 8% miles less by this route 
than by any existing road, and in case of the construction of 
the road to the Hoosac Tunnel, it would become a part of the 
new Boston & Western line. 

‘**We have good authority for saying that freight trains 
could be run cheaper between Oswego and Smith’s Valley via 
Rome than via Oneida. The difference in grades would more 
than compensate for the increased distance. We think it 
altogether probable that the completion of the line via Rome, 
and the abandonment of the route over the Stockbridge hills, 
ee ky ot the ultimate results of the bankruptcy of the 

idland.” 


Boston & Maine. 


The new line to Lowell, the Lowell & Andover 1:oad, was 
formally opened for business December 2, and regular trains 
are now running. A train-house 467 by 70 feet has been built 
in Lowell, 40 feet in width of the house being used for a pas- 
senger depot and the remaining 30 feet fora freight house. 
There is also an engine-house holding seven engines. The 


Mr, | #greement with the Boston & Lowell for the maintenance of 


present rates holds good for business between Lowell and 
Boston as well as that between Lawrence and Boston. 

The — expects to secure a share of the traffic between 
Lowell an oston as well as much of the business from 
Lowell eastward. Some traffic is also expected from the 
Lowell & Framingham connection. 


Berks Oounty. 


An agreement has been made under which the proceedings 
in bankruptcy are to be discontinued, provided the requisite 
number of creditors will join in it. Circulars have been sent 
to all the creditors for their signatures, which a number of 
them have given, and it is believed the necessary three-fourths 
will sign. All the heavier creditors are, it is said, in favor of 
the discontinuance, 

The plan is, it is stated, to issue stock for one-fourth of the 
claims against the company and to pay the remaining three- 
fourths in interest-bearing certificates, having five, six and 
seven years to run. 


Central Pacific, 


In ban Francisco, November 24, an officer of the United 
States Treasury made a formal demand for the 5 per cent. tax 
on net earnings since the completion of the road. 


Kansas & Missouri Bridge. 
The bondholders of this company, which owns the bridge 
over the Missouri River at Leavenworth, Kan., have begun 


suit to foreclose the merignge. The amount of the bonds is 
$600,000 and they are held mainly in Germany. 


Annapolis & Baltimore. 

Itis now prepess to build a railroad 16 miles long trom 
Baltimore to Waterbury on the Annapolis and Elkridge road, 
which would make a line from Baltimore to Annapolis 23 miles 
long. The project is being pushed by the Patapsco Land Im- 

rovement Company, whose property would be benefited vy 
he road, 


Paola & Fall River. 


This company is making arrangements to fund its i 


Aehted 


appointed to consider the 


and report what terms 
could be made. It is unders that nearly all the individ- 
ual stockholders are in favor of the lease, but it is believed 


that the Southern Security Company, which is still 
stockholder, will oppose it. 


Fort Scott & Southeastern. 

The line now under construction is from Fort Scott, Kan., 
southeast to Lamar, in Barton County, Mo., a distance of about 
85 miles. It is intended hereafter to extend it by way of 
Greenfield to Springfield, if local aid can be secured. 

New York & Oanada.: 

The completed section of the road from Whitehall, N. Y., 
north to Port Henry, 41 miles, was formally opened for travel, 
December 1. 

Boston, Revere Beach & Lynn. 

A meeting was to be held in Boston, December 8 to consider 
plans for securing the immediate construction of this road. 
Massachusetts Oentral. 

There are reports that the Worcester & Nashua Company is 
trying to secure control of this company with the view ot 
assisting in its completion and thus obtaining a connection 
with the Hoosac Tunnel line. 

Rebates on Freight. 


In the case of Messenger against the Pennsylvania Railroad 
Company, which was a suit brought to recover rebates on 
freight under a contract, the New Jersey Court of Errors has 
sustained the decision of the Supreme 


a large 


urt, that the plaintiff 
cannot recover, the contract being clearly illegal, and more- 
over contrary to public policy. A railroad, nt is a public 


trust and must be held and used as such, wit 
discrimination or partiality to individuals. 


Dividends. 
Dividends have been declared by the following companies: 


out showing any 


Agricultural Branch (Massachusetts), 3 per cent, semi- 
annual on the guaranteed stock, pares December 1, 
Cape May Millville (lease 


by West Jersey Company) 3 
per cent., semi-annual, payable December 1. 

The Portland Company, at Portland, Me., 4 per cent., semi- 
annual, payable November 30. 


Meetings. 


An my meeting of the stockholders of the Northern 
Central lway Company will be held in Baltimore, December 
8, at 2p. m., to receive the report of the committee of five 
and to elect a board of directors. 

A genera! meeting of the stockholders of the Chesapeake & 
Delaware Canal Com —— be held at the office of the 
company in Philadelphia, December 7, at 11 a. m. 

The annual meeting of the Utica, Chenango & Susquehanna 
wr Railroad Company will be held in Utica, N. Y., Decem- 


r 8. 
The annual meeting of the Cleveland & Pittsburgh Railroad 
Company will be held in Cleveland, O., January 6. 


Chicago, Rock Island & Pacific. 


This omg we | is now running eight passenger trains daily 
each way between Chicago and Englewood. The stopping 
oe and fares charged are as follows: Twenty-second street, 

cents; Twenty-sixth, Thirty-first, Thirty-ninth streets, 10 
cents; Rock Island Sho 8, 15 cents; Fitty-fifth, Fifty-niuth 
street and Englewood, 20 cents. 


Railway Passenger and Freight Oonductors’ Mutual 
Aid and Benefit Association. 


Ata meeting held in Chicago, November 28, delegates from 
a number of Western roads being present, an association was 
organized under this name. It is an insurance society, in- 
tended to assist members wken disabled by sickness or acci- 
dent and their heirs in case of death. 


St. Paul & Sioux City. 

In his answer to the memorial requestin 
continue running the Mankato and Bt. Pa 
trains, Mr. J, W. Bishop, the Genera! Ma 
when the local fare was five cents per mile 
114% cents per train mile. Since the 
duced the rate to 44% cents per mile, the 
have falled off 5 per cent., showing that 
failed to rig bY increase of business. 

A later St, Paul dispatch says that the Commissioners have 
consented to the increase of the fare to five cents per mile. 


Pennsylvania. 


The road from Pittsburgh to East Conemaugh, 80 miles, is 
now worked on the block . * —, the necessary signals 
having been placed in all the telegraph offices. Operations 
are now obliged to be constantly on duty during the hours al- 
lotted to them, The passage of each train is r to the 
next station ahead and also to the next station back, and no 
train is allowed to leave a station until the next station re- 
ports track clear, Except in the signals used the system is 
apparently the same as that which has been for several years 
in use on the line between New York and Philadelphia. 


Baltimore & Ohio. 

Two through passenger trains each way are being run daily 
between Baltimore and Chicago, Nothing has yet been set- 
tled as to the passenger depot trouble in Chicago, and the 
trains continue to use the temporary accommodations pro- 
vided. Baltimore papers report considerable shipments of 
freight for Chicago coming by steamer from Boston and other 
eastern points to Baltimore. Freight is also coming from 
Chicago consigned to Norfolk, Charleston and other southern 
a for which Baltimore is avery favorable distributing 


the company to 
accommodation 
r, says that even 
ere was 8 loss of 
Commission re- 


_ er receipts 
he reduction has 


int. 
Work is to be begun on the second track over the Parkers- 
burg Divisiun from Grafton to Parkersburg. 


Western Railroad Bureau. 

A meeting of the commissioners was to be held in Cincinnati, 
December 2, for the apes of considering and fixing dis- 
tances, so that there be no unfair discrimination in dis- 
tances against localities in regard to rates on freights or 
passage. 

The meeting has special reference, we believe, to complaints 
from St. Louis of discrimination in rates against that city. 


Allegheny Valley.. 


At the meeting of creditors in Pittsburgh, November 27, the 
following statement of liabilities was e: 








Debt ROT CIEE, peices cccenescrccecconsces $17,762,443 97 
ness in first-mortgage bonds at the rate of 50 cents on the | Taxes due State of Pennsylvania.............6+. 0005. 57,260 64 
aonee. Total secured and preforred.............000.eeeseeeees "$17,819,704 61 
Boston & Lowell. Floating or unsecured debt............-+seeeeeeeeeene 5,491,819 74 
The new line from Boston to Lawrence, the completion of eestor 
which has been already noted, was formal opened December Total...... stteeeereeeesenss eeteeeetenaeeeeeens $23,311,594 35 
1. Arrangements have been made to use the Boston & Maine | , About two-thirds of the creditors were present and assented 
depot in Lawrence, and both companies agree to make no 


change in the passenger and freight rates 
and Boston. 


Charlotte, Columbia & A ‘ 

At the annual meeting of this company in Columbia, 8. C., 
November 20, a proposition was submitted from the Soyth Car- 
olina Railroad Company, offering to lease the Charlotte, Co- 
lumbia & Augusta road for a term of years. A committee was 


tween that eity 





to the agreement a (ogee by the company. The signatures 
of a number more will be required, as to discontinue proceed- 
ings in bankruptcy it is necessary to have the signatures of 
three-fourths of the creditors. It is thought that the names 
needed can be had without difficulty. 

As before stated, the agreement provides for the funding of 
claims in 7 per cent. income bonds having 20 years to run. 
To the payment of interest on these ali the surplus earnings 





of the company are to be devoted, and the Pennsylvania, the 
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Philadelphia & Erie and the Nortbern Central companies agree 
to pay. over 10 per cent. of ail the receipts on freight to or 
from the aiegnene Valley for the same purpose. Any surplus 
after paying interest is to be used by the trustees iu paying off 
the! principal of the bonds. 


Pennsboro & Harrisville. 

Thig road is now completed from Pennsboco, W. Va., on the 
Parkersburg Branch of the Baltimore & Ohio, south to Harris- 
ville, eight miles, It is a wooden road, and the my rage A is 
using horse power, until arrangements can be made pro- 
cure a locomotive. 


Southwestern & Rio Grande. 


Av officer of this ye~ re writes to us as follows : 

**T am gratified to write you that we have commenced active 
work on our line of road. The contractors are now at work on 
the first section of ten miles,and we nage Gering the coming year 
to get beyond the Sabine. Vur line of road will be undoubtedly 
the longest continuous narrow-gauge road in America. We 
have a valuable land-grant through the State of Texas which 
will enable us to secure such substantial aid as will enable us 
to Ss the Rio Grande, and from thence, if practi- 
eable, to Mazatlan, thus giving almost an air-line from Chi- 
cago, St. Louis or Cincinnati to the lower coast of California, 
which may eventually become one of the most important trans- 
continenta! routes in America.” 


Oentral Pacific. 


Mesars. E. L. Sullivan, C. Brown and J. W. Dwyer, commis- 
sioners appointed to examine this road, report to the Secre- 
tary of the Interior that the company has shown a disposition 
not to limit the improvements required to the letter of the 
recommendations made by the former commission. They 
report that the amount 2 on permanevt im- 

rovements from October 30, 1559, to October 1, 1874, was 

5,121,037.23, or over $4,300,000 more than the estimate of the 
former commission. The principal items were for new equip- 
ment, wharves and buildings, new sidings. anow- heds and 
fences and extension of shops. The commission reports that 
the company has fully complied with the law and has made a 
first-class road. Its completion should be dated from October 
1, 1874. The totai cost, as reported, was $140,895,887.30. 


Great Western, of Oanada. 


All passenger trains are now ferried across the Detroit River 
on the car fcrry steamer to the ope ae Central dock in 
Detroit. The passenger ferry-boat has stopped running. 


Indianapolis, Bloomington & Western. 

Thr various committees of bondholders have as yet taken no 
definite action with regard to the appointment of General 
Wright as Receiver. 

The men in the Urbana shops, who struck for their back 
ay, — gone back to work again, having received a part of 
heir dues, 

General Wright has taken charge of the road, but has made ° 
no change inthe management and no new appointments. He 
announces that he is required to pay as fast as possible all 
debts due for labor and. supplies furnished since July 1, 1874. 
As soon as the nec examination can be made, he is to 
submit to the Court an inventory of the property and a full 
statement of the company’s affairs. 


Ocntral, of Minnesota. 

The City Council of Mankato, Minn., has issued the $81,000 
in bonds voted to this road. A condition of the bonus is that 
the company 18 to give the use of its track from Mankato vo 
a er’s Ford to the line from Blue Earth City, should 
it be t. 


Austin & Pacific Short Line, 

This company offers to build to railroad from Austin, Tex., 
south to a junction with the Galveston, Harrisburg & San An- 
tonio road, provided subscriptions to the amount of $7,000 per 
mile are made to the stock. The distance is about 45 miles. 
Chesapeake & Ohio. 

In the suit in the New York Supreme Court brought to re- 
move the trustees under the first mortgage on account of their 
refusal to take steps for the foreclosure of the mortgage, 
Judge Donahue has decided that it would be improper for the 
Court to exercise jurisdiction in the case. It is apparent on 
the showing made by the plaintiffs thatin Virginia, and under 
ite laws, they have the fullest protection, and in a proceedin 
in which no complication can arise their rights can be settled. 
The decision does not go into the merits of the case as to the 
action of the trustees. 


Sault Ste. Marie Oanal. 


The contractors, C. C. Barker & Son, have now a large force 
employed in the enlargement of the canal. A new lock, in ad- 
ditton to the old one, is also to be built at the southern end of 
the canal, 


Texas & Pacific. 

A Weegee dispatch ane that the Pe plan of securing 
the completion of this road is to issue 5 per cent. gold bonds, 
having 40 years to run, the interest on which Congress is to be 
asked to guarantee. To secure the Government, it is proposed 
to turn over all the jand grants, all the machinery, stock and 
appurtenances, and to issue bonds only as fast as the road is 
completed in sec ions, at the rate of $30,000 a mile for the 
plains, and $40,000 a mile for the heavy grading. 


New York & New England. 

At the annual meeting in Boston, December 1, it was re- 
ported that the financial situation is about the same as last 
summer, so far as the amount uecessary to secure a transfer 
of the road from the trustees is concerned. No loan can be 
effected until this transfer is made and the road is in full pos- 
session of the company. The first stockholders’ snail ion 
proving insufficient, a second was started of $750,000. Of this 
notes of the company to the amount of $60,500 have been 
converted into cash, $340,000 have been subscribed by the 
stockholders, conditionally, and the State has been pledged 
to ,000 on the condition that $50,000 was raised. 
The transfer, therefore, is only a financial question. The 
trustees stand ready to release the property, and it is propo e1 
to issue 7 per cent. notes of the company, ruvning two years, 
to be tav en by stockbolders, $99,500 to complete this subscrip- 
tion. When full ssion of the road is secured it is pro- 
posed to raise $10,000,000 on mortgages, which would pay off 
all the present indebtedness, and fully complete and equip 
the property for through business. At present the company 
is running by a hand-to-mouth policy, liable to the attacks of 
enemies, with no power to resist, use the hunds of its 
officers are tied bv iegal obstacles. 

The stockholders pessed resolutions esting. the action of 
the directors in issuing notes for the $75,000 to be raised by 
subscription; authorizing the directors to negotiate in settle- 
ment with the bankrupte assignees; authorizing the officers 
to issue bonds for $10,000,000, to be payable not exceeding fifty 
yeara — date, and to effect a mortgage upon the road as 
security. ' 


Erie- 


In the Angell suit against the company, Judge Westbrook of 
rk 


the New York Supreme Court has issued a temporary injunc- 
tion and an order to ~ go and show cause why a receiver 
should not be appouinte 


to take and hold the certificates of | days notice, 





{|Dzoneceme 5, 1874 








‘any, referred to in the complaint of Mr. Angell, and control 
the same under the order of this Uourt; to take and hold all 
the bonds issued under the $30,000,000 mortgage made by the 
Erie Railway Company, and also to take and hold all the bonds 
issued under the $10,000,000 mortgage made by the Buffalo, 
New York & Erie Railway Company, so far as they are the 
bonds of the defendants; also, to take and hold any and all 
stock gwhich the Erie Railway Company holds in eal com- 
panies. 

The order also requires the company to show cause why a 
permanent injunction should not be issued to restrain the di- 
rectors from issuing or selling any bonds under the mortgages 
referred to; from paying or causing to be paid any interest on 
bonds already issued; from paying any more money on account 
of the divide ds alleged to have been fraudulently made; from 
purchasing or completing the purchase of any coal lands; and 
why certain directors should not be individually enjoined from 
approving or completing the $10,000,000 mortgage on the 
Buffalo, New York & Erie. 

The Court subsequently modified the temporary injunction 
so far as to allow the company to pay the interest on the bonds 
which became due December 1. 

Mr. John A, C, Gray, who has been in Europe for some time 
past, endeavoring to negotiate an additional loan, has re- 
turned. It is reported that he succeeded in placing $10,000,- 
000 of the bonds, and in covering those hypothecated by Pres- 
ident Watson. 


Illinois & 8t. Louis Bridge. 


A meeting of officers of this company and of the roads 
running into East St. Louis was held recently. A schedule of 
rates was agreed upon, except in one item on which there was 
a disagreement and which was referred to the respective 
boards, the representatives present not haviug the necessary 
authority to decide the point. 1t wus agreed that the accom- 
modations provided for passenger business in St. Louis were 
not extensive enough, and the running of passenger trains 
over the bridge was postponed uncil the necessary additions 
can be made, which will take two or three weeks. 


South Branch, of West Virginia. 

The survey of the proposed extensiun from Romney, W. Va., 
south by west to Moorfield is progressing, and a practicable 
and pretty direct line has, it is said been found as far as the 
survey is completed. The distance is about 24 miles, 

At u meeting of the board in Cumberland, Md., November 
28, the President reported that the road-bed was complete 
trol Gi cen Spring ye to Romney; that the masonry at the 
crossing over tue South Branch is ready for the bridge super- 
structure, and that the ties have been delivered along the 
route ready for laying. 

After an extended discussion it was resolved that the gauge 
of the road should be 4 feet 84% inches instead of 3 feet, thus 
dropping the narrow gauge altogether. The rails are to be 
laid as soon as they can be dehvered, and itis expected that 
the road will be opened early in the spring. The engineer was 
instructed to lay out the necessary treight yard and connec- 
tions at Green Spring Rua. 

The Baltimore & Ohio Company, which holds aflarge amount 
of the bonds, has signified its willingness to take a further 
amount in order to aid in the proposed extension from Romney 
to Moorefield. 


Port Royal. 

A line of steamers has been established to run betwen Bal- 
timore and Port Royal, 8. C., in connection with this road, 
The first vessel sailed this week. 


Iowa Southwestern. 

The Davennrort (Ia.) Gazette of November 25, says: ** The 
Soutuwestern Railroad, from Olinton to Iowa City and on 
southwest, seems really to have received th« breath of lite 
again. Acontract has been entered into with Hinckley & 
allbaum, to build and have in operation 35 miles of road by 
March 15 next—10 miles of which is to be built trom Iowa City 
east to Lennox, and the remaining 25 miles from Clinton west. 
It will probably be finished to Long Grove in this county by 
the date above named. The most of the grading along the 
whole line, from Clinton t Lowa City, is done. Several ‘hun- 
dred men have been put on the work.” 


Alabama & Chattanooga. 


‘rhe London Council of Foreigu Bondholders publishes the 
following with respect to the Alabama & Chattanooga first 
mortgage indorsed bouds of 1869: 

‘* Active measures are being taken on benalf or a number of 
the bondholders to bring under immediate review the recent 
order of the United States Circuit Court empowering the trus- 
tees to bid at a sale of the 10ad without the express consent of 
the bondholders, and authorizing them to pay the amount of 
such bid in first-mortgage bonds. Proceedings are also being 
taken for the removal of the present and the appointment of 
new trustees. It is therefore recommended that pending 
these proceedings the bondholders will not comply with any 
invitation on the part of the present trustees to surrender 
bonds to their keeping and disposal, but that auch bond- 
holders as have not already dune so will at once deposit their 
bonds with the bankers of the Council, Messrs. Robarts, Lub- 
bock & Co.” 


Maine Central. 

The new iron bridge over the Keanebec River at Waterville, 
Me., is completed, and trains are running over it. [t has four 
spans, three of which are 173 feet in length, and the other is 
114% feet, making the entire length 633% teet. 


Sheboygan & Fond du Lac. 


Proceedings have been begun to enforce the payment of the 
judgment given in the United States courts against the county 
of Fond du Lac, Wis., in the suits to recover on bonds issued 
to this road. The amount to be paid is about $60,000, 


Sullivan & Erie. 


A meeting of the bondholders who joined in the purchase of 
the road at the foreclosure sale was to be held at Towanda, 
Pa., December 2, “ for tle purpose of electing a President and 
board of six directors, to continue in office until the tirat Mon- 
day of May next; also, to adopt a corporate name and com- 
mon seal, determine the amount of the capital stock of the 
new corpaenta, and to dv such other acts ax may be neces- 
oy or egal for the purpose ot organizing said new corpora- 

ion. 


Montclair. 

Messrs. Marcus L. Ward and Abram §. Hewitt, trustees 
under the first mortgage, ask the bondholders to sign an 
agreement authorizing them to hold and operate the road for 
account of the subscribing bondholders until a reorganization 
can be effected and a new company formed on the basis .f a 


purchase. 


Little Rock & Fort Smith. 


equal amount of 


The sale of this road, which is to take place at Little Rock, 
Ark., December 10, is at the suit of the trustees under the | cision. 
first mortgage and includes the road, equpiment and all prop- 
erty except the land-grant. The te:ms are 10 per cent. cash | ing the Secretary of the Treasury to require the payment 0 
upon the acceptance of the bid, and the balance upon the exe- | all sums of money due or to become due to the United heared 
cution of the deed, to be paid or secured by a deposit of an | for the 5 per centum of the net earnings provided for by the 

United States bonds and payable at thirty | act of 1862. The same act further provides that in case of ne- 


the land-grant mortgage will be sold the lands granted to the 
road by the act of Congress of July, 1866, and tne State law of 
April, 1869. This grant is of ten sections for each mule of 
road, and amounts to 979,200 acres. The terms are $50,000 
cash upon the acceptance of the bid and the balauce upon 
the same terms as detailed above. 


Kalamazoo, Lowell & Northern Michigan. 


The contract for grading the line through the township of 
Hope in Barry County, Mich., has been let to ©. T. Benton. 


Chicago, Saginaw & Oanada. 

A contract has been let to B. Soule, of Grand Rapids, Mich., 
for 100,000 ties to be ready by January1. They are to be de- 
livered along the first 35 miles of road westward from St. Louis, 

ich, 


Delaware Shore. 

The contractors have commenced work on this road and in- 
tend to continue at it all winter. Tuaey have a force of 200 
men on the grading of the southern end of the line, between 
Pennsgrove, N. J., and Oldman’s Creek. . 


New York & Long Branch. 


Application is to be made to the New Jersey Legislature by 
this company for authority to increase the capital stock and 
to change the location of the southern end of the line in and 
near Long Branch. 


Davenport & St. Paul. 

In the Fayette County (Ia.) Circuit Court, Benjamin Burch, 
Burch, Lakin & Co., and others have obtained judgment 
against this company for $83,693.50. Executions have been 
issued and the sheriff advertises all that portion of the road 
nerth of Delaware County for sale. 


The Iowa Railroad Law. 


The Davenport (Ia.) Gazelte says: 
** The first case under the Railroad Tariff law has been ad- 
judicated by Justice Brooks, Henry County. e suit was 
brought by Jacob Hunt, who tendered the legal fare for a 
oes upon the Chicago, Burlington & Quincy road from 
ttumwa to Mount Pleasant. ‘Lhe railroad authorities refused 
to give Hunt a ticket or permit him to enter the cars without 
one; but insisted upon his paying the higher rates of fare 
established by the railroad company. Hunt got on the cars, 
however, without the consent of the railroad authorities, who 
subsequently forced him off. Hence the suit for damages. 
The justice sustained the validity of the law and found that 
the gene has sustained $9 damages. He, therefore, ren- 
dered judgment in favor of plaintiff for $45, five times the 
actual damage, as the law —* and $25 additional as at- 
torney’s fees. The railroad company gave notice of appeal, 
and the case will be carried up to the Supreme Court.” 


Kansas Pacific. 

The trouble between this company and the authorities of 
West Kansas City has been settled without litigation. Confer- 
ence committees from all the parties interested met Novem- 
ber 25, and agreed upon a compromise. The Kansas Pacific 
and Missouri Pacific roads will pay one-tifth of the expense of 
erecting a viaduct over the streets of Wyandotte, and West 
me City will pay the balance. The viaduct will cost 

10,000. 


Wisconsin Central. 

The track of the branch line from Menasha, Wis., to Apple- 
ton, has been taken up, and that branch has been abandoned. 
It was about 6% miles long, and was built when the company 
expected to use the Milwaukee, Lake Shore & Western as iis 
line to Milwaukee. It was nearly parallel to the Chicago & 
Northwestern line between the two places. 


New River. 

Arrangements are being made to begin work on this road, 
which is torun from the Atlantic, Mississippi & Ohio at New 
River Bridge northward to the Chesapeake & Ohio, near the 
mouth of Greenbriar. 


Texas Western Narrow Gauge. 

The General Superintendent, Mr. J. M. Mitchell, writes un- 
der date of November 26: 

‘** The Western Narrow Gauge Railway has been placed un- 
der contract and awarded to A.J. Cartter & Co., of Kansas 
C ty, Mo. The line willrun through the great sugar country 
of Texas. In the matter of graduation there is comparatively 
little to do, inasmuch as the country between Houston and 
— Braunfels (a distance of 280 miles) is only slightly undu- 
ating. 

* The bridging will be costly and very difficult to accom- 

lish, as the beds of the Brazos, Colorado and Comal, ver 
aa and rapid currents, have no bottom other than quic 
sand, 
** Operations will commence on Monday next, at a point 
south ot the Houston Fair Grounds, and the ability and good 
financial standing of the company are sufficient to insure an 
early completion of the road.’ 


Valley, of Virginia. 

The Baltimore Gazette says: “The available stock subscrip- 
tions having been exhausted, and the condition of the money 
market for some time past having rendered the negotiation 
of a mortgage impossible, it has been deemed best by the com- 
pany to suspend operations between Staunton and Salem until 
such time as the company may be able to place its securities, 
rather than go on incuriing /urther indebtedness, the liqui- 
dation of which would be detrimental to the company’s inter- 
ests, and which could only be met by heavy sacrifices, and the 
order to that effect they have issued. This is not an expres- 
sion of a determination that the road shall not be completed, 
but it is simply a prudential move, * * The report 
circulated the latter part of last week that Robert Garrett, 
Exq., had resigned the Presidency of the Valley Railroad is 
without foundation, and doubtless arose from some muisrepre- 
sentation or misunderstanding of the order above referred to. 


Ohesapeake & Ohio Oanal. 


The officers and directors have been making the usual an- 
nual inspection of the canal. ; 

The parties who have been engaged in surveying 4 line for 
the proposed extension from Cumberland to the Youghiogheny 
River have nearly completed their work. Their reports will 
soon be prepared and submitted. 


Union Pacific. 

A Washington despatch to the New York Tribune gives the 
following statement of the present state of the dispute be- 
tween this company and the Government as to 5 per cent. tax 
on net earnings: f 

1. The original charter of the Company, as passed in 1862, 

rovides that after the road is completed, until the bonds and 


pro-rata representation of all the interests joining in the | interest are paid, at least 5 per cent. of the net earnings of the 


road shall also be annually devoted to the — thereof, 
The question of the date of completion of the road was :° 
settled by the recent report of the Commission 9 pointed : y 
the Interior Department, but is the subject of Vadicial P 


2. An act was passed at the last session of Congress diree'- 








the 5,000 shares of the Buffalo, New York & Erie Railway Com- 





glect or refusal to pay the same within sixty days after pda 


At the same time and plaee and at suit of the trustees under | mand, it is made the duty of the Attorney-General to insti ie 
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the necessary suits and proceedings to collect the same, and 
to pases such suits with all necessary dispatch to a final 
determination. 

8. In accordance with the provisions of this last act the 
Secretary of the Treasury made his recent formal demand 
upon the Union Pacific Railroad Company for 5 per cent. of 
their net earnings trom November, 1869, to October 51, 1874, 
amounting to $1,040,000. At the expiration of the 60 days, if 
the amount has not been paid, it is made the Attorney-Gen- 
eral’s duty to proceed to collect it. It is in his discretion 
either to bring the suit in the usual form, to attach the Com- 
pany’s funds, or to levy on any of its floating assets precisely 
as any other ereditor would. 

The rate upon base bullion and lead in car-loads from Ogden 
to Omaha has been raised to 75 cents per 100 pounds, and on 
ore in car-loads to 70 cents, which is about 1.46 cents per ton 
= mile for bullion and 1.36 cents for ore—very low rates 

or the Union Pacific. 


St. Louis, Iron Mountain & Southern. 

The commissioners who have been esamining the last section 
of the Cairo © Fulton have been directea by the S-cretary of 
the Interior to examine also the road north of the Arkansas 
line, formerly the Arkansas Branch. 


Toledo, Wabash & Western. 


The shops at Clayton, Ill., on the Keokuk Branch were des- 
troyed by fire November 11, involving a loss of about $10,000 
he ecg | has located new stock-yards at Defiance, O., 
the crossing of the Baltimore, Pittsburgh & Chicago, which 
will be made a feeding and resting point for stock. 


Kansas Oity & Memphis. 


A committee appointed by the county courts of Dade and 
Green counties, Mo., to see if a change could be made in the 
management, reports that the present officers will not retire, 
and recommends that legal proceedings be begun to oust 
them, as there is no prospect of their building the road. 


Vicksburg, Shreveport & Texas. 


In the case of H. R, Jackson and others against this mete 
ny, the United States Supreme Court has reversed the judg- 
ment of the Circuit Court confirming the sale of this road. 
The road was sold under what is called “‘ executory process” 
under the statute of Louisiana. No suit or judgment is nec- 
essary under that proceeding. Justice Strong delivered the 
opinion, holding that the evidence showed that the sale, which 
was for a trifling sum, was procured by a fraudulent conspira- 
cy by a large number of the directors and other officers of the 
company to obtain all the propenty and franchises of the road 
at an insignificant price at the expense of the mortgage bond- 
holders and others interested in the road. 

The effect of this decision will probably be to take the road 
from the present holder, the North Louisiana & Texas Compa- 
ny, and putitin the hands of the old Vicksburg, Shreveport 
& Texas bondholders. 


Western Railroad Bureau. 


* At the Toledo meeting last week the Commissioners consid- 
ered the question of the readjustment of St. Louis rates, There 
was considerable discussion, but no action was taken. There 
was an informal talk concerning proposed changes in the con- 
tract under which the Commissioners were appointed, but it 
was decided to take no action at present. 


Railroad Matters in Mexico. 

From the Trait d’ Union of November 14 we translate: 

“We are now about to engage our readers in the one im- 
vortant question and worthy of all their attention. We wish 
fo speak of the railroad question. Various projects have been 
already or about to be submitted to toe Government and to 
Jongress. The Chamber will name, within a few days, a com- 
inittee instructed to present to it a detailed and conscientious 
report on the projects already presented, or which will be sub- 
mitted to it for the establishment of railroads, 

“Mr, Joaquin Ruedo has presented to the President of the 
Republic propositions, which have not yet been published, 
containing the basis of a contract relative to the construction 
and working of a railroad to begin on the United States fron- 
tier and to end at a port in Sonora or Sinaloa, situated on the 
Gulf of California. 

“From the information which we have received on this sub- 
ject it seems that this project will result in the embryo state, 
the petitioner not commanding the means necessary to bring 
so important an enterprise to a successtul conclusion. 

‘““A mixed company, composed of Mexican and European 
capitalists, is on the point of submitting to the chamber much 
more serious propositions for the establishment of a railroad 
between Mexico and Leon. 

“On its pert, the International Railroad Company of Texas, 
which Mr. Edward Lee Plumb represents, is about to propose 
anew to Congress the construction of a line beginning at 
Laredo, on the United States frontier,and ending at one of the 
Mexican ports on the Pacific, probably Manzanillo, poting Ww a 
great number of important eee, such as Monterey, Saltillo, 
San Luis Potosi, Lagos, Guadalajara and Colima, with a branch 
towards Aguascalientes, Zacatecas and Durango. A quite 
short stem going from Lagos to Leon, would connect this line 
with that from Mexico to Leon. Thus the capital of Mexico 
would be connected with New York, and the journey between 
these two places could be made in six days. 

“We would have to say a great deal te indicate the numer- 
ous advantages which would result for Mexico from the estab- 
lishment of this line. The riches of every kind, the number- 
less eeoserte of its so fruitful soil would find a vast market in the 
neighboring republic. A few years would suffice to transform 
this beautiful country and augment its resources into marvel- 
lous proportions, 

* * ” * * 7 

“The obstacles hitherto opposed to the favorable disposition 
of foreign capitalists are at last giving way before the evi- 
dence. Convinced by experience that they cannot alone secure 
the large capital necessary for the execution of these vast 
enterprises, the Mexicans are in reality disposed to appeal to 
foreign companies, instead of rejecting such reasonable ofters 
48 shall be made to them. 

“On their side, the United States are greatly interested in 
the establishment of the projected communications. Indeed, 
the company which Mr. Plumb represents offers serious guar- 
antees, well worthy of being taken into consideration. In con- 
nection with several other associated companies, it has already 
constructed 1,929 miles, now in operation. The distance from 
St. Louis to Laredo is about 1,080 miles, of which 795 are 
already constructed, and the work is prosecuted actively. 

‘The advantages which we have just enumerated, the guar- 
antees presented by the International Company, and espe- 
cially the present favorable disposition of the Government and 
Corgress, the ardent desire of the entire nation to be asso- 
ciated at the earliest moment with the commercial and indus- 
‘rial movement which in these days distinguishes the nations, 
all this canses us to prophecy that within two months im- 
portant decisions will have been taken for the establishment 
ofan international and interoceanic railroad in Mexico. Ma 
our expectations not be mistaken! So many advantages woul 
result from such a measure that we pray ardently that these 
Projects may pass to the condition of accomplished facts. 


“We are informed by letter that at this moment a company 
©omposed of Mexicans and foreigners is being formed at 
Colima, waich proposes to construct a railroad between that 
ec and the Fly of Manzanillo.” 

rom the 7wo Republics we learn that the Cordoba Railroad q 
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Company has petitioned Congress for the privilege of export- 
ing we al daly eb cpasiots Pept mat es ols als for 
its road; that a company is organizing to construct a railroad 
from Jalapa to San Geronimo and to the Barranco de Teocelo; 
also that a section of the new railroad from VeraCruz to Jalapa 
(which the Mexico & Vera Cruz Company is constructing) is 
completed from Paso de Ovejas to Puenta Nacional, six m 
and a branch from Tejeria to San Juan is very nearly com- 
leted; also that the Vera Cruz & Medellin Company has de- 
ermined to extend its road to the port of yee a 
A time table of the Mexico & Vera Cruz line shows the up 
pagvenger train making the distance from Vera Cruz to Mexico, 
miles, in 19 hours, which is less than 14 miles per hour, 
and the down train running over the distance in 17 hours 40 
minutes—about 15 miles an hour. 


Peoria, Atlanta & Decatur. 

Trains were to begin running regularly over this road De- 
cember 1. Through trains will be run from Terre Haute, 
Ind., to Peoria, Ill., over this and the Paris & Decatur roads, 
or the Illinois Midiand, as the consolidated line is to be called. 
They will make close connection with the Terre Haute & In- 
dianapolis at Terre Haute, forming with that road a line from 
Indianapolis to Peoria, which, however, is 240 miles long, or 
28 miles longer than the Indianapolis, Bloomington & West- 
ern. . 

Tue people of Waynesville, Ill., are making arrangements to 
prevent the issue of $50,000 of town bonds voted to the road 
some time since to secure its location through the town. 


Galveston, Harrisburg & San Antonio. 

It is reported that this company has made an agreement 
with the International by which the road is to be so located 
that the two companies can use the same track from New 
Braunfels to San Antonio. This would save the building of 
some 30 miles of unnecessary road. 


Springfield & Illinois Southeastern. 

Suit has been begun to me Cass County, IIL, to issue 
$50,000 of bonds voted in aid of this road. Two separate sub- 
scriptions, each of $50,000, were voted by the county. The 
bonds for the first $50,000 were issued, but the County Court 
refused to issue the second lot, alleging some informality in 
the election at which the subscription was voted. 


Chicago, Milwaukee & St. Paul. 
The company has issued a new tariff of rates from Chicago 
and Milwaukee to all points on its lines. The following are 


the vane per 100 pounds from Chicago or Milwaukee to leading 
points : 





First class. Second, Third. Fourth. 
Prairie du Chien, Wis........$0.70 $0.60 $0.45 $0, 
Postville, Ia.........0+- eee 0.85 0.75 0 59 0.47 
Austin, Ia....... 1.10 1,00 0.75 0.55 
Mason City, Ia... 1.15 1,00 0,75 0,65 
BIBER, Tec ccccccccccccccces 1,25 1,10 0.85 0.70 
La Crosse, Wis..... .......++ 0.70 0.60 0.45 0.35 
Winona, Minn.............6. 0.70 0.60 0.45 0.35 
Hastings, Minn.............. 0.95 0.80 0.65 0.50 
St. Paul, Minn ......... cocce 100 0.85 0.75 0.55 
Minneapolis, Minn,. ...... -. 1.00 0.85 0.75 0.55 


The construction of the winter bridge over the Sotetet 
at La Crosse was begun some time since, and it was to 
ready for use November 28, 

The floating ice in the river recentl npere the cables 
which held in place the pontoon draw of the bridge over the 
Miesissippi at Prairie du Chien. The pontoon was carried 
some distance down stream, and several days passed before it 
could be restored to its place. 

Ohio & Mississippi. 

At a recent meeting of the Executive and Finance Commit- 
tee of the Ohio & Mississippi Railway Company, President 
Torrance submitted the following address to the bond and 
stockholders of the aes oe : 

‘**T desire to inform you of the improved financial condition 
of the company : 

‘© Now, for the first time in the history of the road, in our 
knowledge, we are free from that curse of impecunious roads, 
‘ floating debt.’ 

“The marked gain in our traffic since June last, and a re- 
cent sale to foreign buyers of all the remaining mortgage 
bonds ot the company, viz., 249 second consolidated sinking 
fund bonds, has brought about this gratifying result. 

‘*We have also been enabled to call in for payment on de- 
mand, out of earnings in han], the preferred stock scrip divi- 
dend due March 1, 1875: 

The gross earnings of the road, for the first four months 

ot the present fiscal year, July to October inclusive, 

were, as per Auditor’s report..........-.+++++- bosdvad $1,341,742 93 
Operating expenses, including taxes, construction ac- 

count and ali other expenditures except coupon inter- 

ests and sinking fund, were..........0ee0-seeeeeeeeees 906,348 11 


Leaving net available surplus for the four months....... $435,394 82 


“This exhibit, we think, warrants naming a day for re- 
sumption of payment of preferred stock dividends.” 

The committee thereupon adopted the following resolu- 
tion : 

“That the company having paid in advance, out of earn- 
ings in hand, the preferred stock scrip dividend due March 1, 
1875, it will henceforth pay preferred stock dividends semi- 
annually, March 1 and September 1, as earned, as it is fully 
believed they will be in the future.” 


Springfiéld & Northwestern. 

The last rail om the gap of 11 miles between Springfield, Ill., 
and Cantral was laid Rov. 25. The company has now 47 miles 
of road completed, from Springfield northwest to Havana, on 
the Iihnois River. The road was to be formally opened by an 
excursion this week. 


Boston, Hartford & Erie. 

The new shops in the town of Norwood, Mass., at Everett 
Station are nearly ready for use. The buildings are of brick, 
one story, one being 374 by 70 feet and one 200 by 70. There 
is also an engine and boiler house, which contains an engine 
of 130 horse-power and the necessary boilers. Both buildings 
contain large tanks of water for use in case of fire. 


South Oarolina. 

This company has just completed a branch or extension 
from its freight depot in Charleston to the upper wharves in 
that city. The track is to be extended along the whole oF el 
line of wharves, and will be of much service in transferring 
freight. The Northeastern Railroad track has also a connec- 
tion with the new branch. 

Oalifornia Pacific. 

The arguments in the bondholder’s suit against this com- 
pany in the United States District Court in 8an Francisco are 
to be heard December 21. 


Toledo, Peoria & Warsaw. 

The trustees in possession, Messrs. Secor and Tracy, have 
been ordered to prepare a tull inventory of the property and 
a report of their proceedings while in possession, and to sub- 
mit the same to the United States Circuit Court. 

The court has authorized the trustees to use an amount not 
exceeding $10,000 from the earnings to pay claims of parties 
along the line for supplies furnished and cattle killed. 

In the United States Circuit Court in Chicago, November 
27, a bill for the foreclosure of the second mortgage was fled 





by Charles L. Frost and Wm. L. Thomas, who own 230 out of | 





1,800 bonds. This mo: e is dated Fp wk — 
that part of the road w is west of in. 6 terms of 
the mortgage require that holders of a majority of the bonds 
shall join in wy a for foreclosure, but the complain- 
ants represent that it is impossible to find the holders, who 
who are about 50 in number. 
Fort Wayne, Muncie & Cincinnati. 

The Wayne County (Ind.) Circuit Court has decided in 


favor of the plaintiffs in the suit against this company and 
continues the receivers in possession of the road. 


Evanston & Ohicago. 


Acompany has been organized, or rather revived, to build a 
narrow-gauge road, intended mainly for suburban passenger 
traffic from Chicago north about 12 miles to Evanston. Com- 
mittees have already been appointed to secure the right o' 
way and make other a arrangements. The road 
would be parallel and close to the Milwaukee line of the 
Chicago & Northwestern, 


Utica, Ithaca & Elmira. 


This company has begun proceedings to secure the right ot 
way from the present terminus at Ithaca, N. Y., down East 
Hill into the vi inge. 

Mr. Joseph Redbourn, who has heretofore had a controlling 
voice in the affairs of the company, has retired from all active 
share in the management. The management hereafter will be 
entirely in the hands of the President, Gen. W. L. Burt. 


Albany & Susquehanna. 
The laying of the the third rail from Nineveh Junction, N- 
Y., to Binghamton, 28 miles, was begun November 24. This 


is preparatory to the change of the road to the standard 
gauge, from six feet. 


South Mountain & Boston. 

The headquarters of the engineer corps, which were in a 
house at Augusta, N. J., were destroyed by fire November 12. 
The maps and profiles of the road, which were in a so-called 
fire-proof safe, were nevertheless destroyed. This will make 


a re-survey of a large part of the line necessary, and it has al. 
ready been begun. 


Warrenton & Lincoln County. 

It is proposed to build a railroad about 20 miles long from 
Warrenton, Mo., on the St. Louix, Kansas City & Northern 
road, northeast to the coalfields of Lincoln County. The peo- 
ple of Warrenton have begun to receive subscriptions and ex- 


yaad to secure aid from the coal ownors and the St. Louis, 
ansas City & Northern Company. 


& Olearfield. 
35 Tyzene earfie 


e contract for the first section (two miles) of the grading 
of the extension of the Moshannon Branch m Houtzdale, 
Pa., west to Madera has been let to James McGovern, of Ty- 
rone. The extension will be about six miles long. 


Longwood Valley. 


The poting fs said to be nearly completed from Clinton, N. 
J., northeast to Flanders in Morris County, a distance of about 
16 miles. It is intended to keep a small force at work through 
the Winter and to push forward the grading in the spring. 


Rochester & State Line. 


A ey depot has been built at the corner of Maple 
and Sexton streets in Rochester, and trains are now run to 
that point. The business of the short section (25 miles) now 
operated is increasing. 


Louisville, Paducah & Southwestern. 
The Louisville (Ky.) board of aldermen has defeated the 
resolutions passed by the lower board epociats an election 


on the question of an additional subscription of $1,000,000 to 
this road by the city. ¢ 


Cairo & St- Louis, 


The bridge over the Big Muddy at Murphysboro, II., is 
completed and an engine has passed over it. Tracklaying will 
now be pushed forward from Murphysboro southward, as well 
as from Cairo north. 

On the southern end the track is aid to the. north line of 
Union county, 26 miles from Cairo, and 11 miles beyond Unity, 
the last point noted. 


Oaledonia & Mississsppi. 

The grading of this road is now completed from Caledonia, 
Minn., east to the Mississippi at Sumner, about 12 miles. A 
survey has been made of a line on ‘he east side of the river 
from a point opposite Sumner north about 12 miles to La 
Crosse, Wis., and the managers propose to build this line if 
they can secure subscriptions in La Crosse. It is also pro- 

ed to extend the road from Caledonia west by south into 
owa to reach the coal fields of that State. 


Santa Oruz & Felton. 


This comenny has filed articles of incorporation with the 
Secretary of State of California, and intends to build a narrow- 
gauge railroad from Santa Cruz, Cal., to Felton. The capital 
stock will be $100,000 and the office is’ at Santa Jose, Cal. 


Manhattan & Northwestern. 


The work of tracklaying is proceeding steadily. The com- 
ond has offered to extend the road from the crossing of the 

entral Branch at Irving, Kan., north to the St. Joseph & 
Denver at Marysville, about 12 miles, provided the people on 
the line will grade and tie the road. It is thought that the pro- 
posal will be accepted. 


Southern Minnesota. 


‘The road is being prepared for winter, and snow fences are 
being put up at the more exposed points on the line. 


Springfield & Oharlestown. 


It is proposed to build a branch road about seven miles 
long from Springfield, Vt., southeast to the Vermont Central 
near Charlestown, N. H. 


Manitoba & Pacific. 


Notice has been given of an gee to be made to the 
Canadian Parliament for an act to incorporate a company to 
construct and work a railroad trom the Red River in the prov- 
ee oe to some point on the Pacific Coast in British 
Columbia. 


Occidental & Orient Steamship Company. 

The new steamship company which is to establish a line 
from San Francisco to China aud Japan in opposition to the 
Pacific Mail Company’s ships has been organized under the 
above name, and has filed its certificate of incorporation in 
San francisco. The capital stock is to be $10,000,000. The 
corporators are Leland Stantord, Charles Crocker, David D. 
Colton, Lloyd Tevisand Mark Hopkins. Their names indicate 
that the Central Pacific element is to control the new company. 


Southern Pacific. 

The original location of this road was through the Santa 
Clera Valley and thence by way of the Panuche Pass into the 
San Joaquin Valley. A line, however, which is now really the 
main line, was built through the Pajaro Valley to the Salinas 
River and thence up that stream to Soledad, which is 143 miles 
southeast from San Francisco. A branch was built on the 
original line from Carnadero south 17 miles to Tres Pinos, 





The company now intends to ask authority from Congress to 
so change the route that the main line can be located through 
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the Salinas Valley to its head and thence through the Estrella 
Pass into the San Joaquin Valley a few miles above Bakers- 
field. The present Santa Clara Valley line will be retained as 
far as built and worked as a branch, as indeed it is now, Au- 
thority from Congress is necessary for the change to avoid 
forfeiture of the land grant. 

Pacific Mail. 

The new contract with the Panama Railroad Company has 
been ratified by the board of directors. It has already been 
ratified by the railroad company and is substantially the same 
as the one which has been in force since 1869. The new con- 
tract is to continue in force 10 years. The Pacific Mail Com- 
pany is to be authorized to make the rates on freight and 
passengers between New York and San Francisco, and all the 
net earnings of the railroad in excess of 12 per cent. annually 
on the stock are to be equally divided between the two com- 
panies, 


Ohicago & Pacific. 
The contractor for laying the rails on the extension from 


Elgin westw Mr. J. B. Gregg, began work at Elgin, IIL, 
November 26, with a large force of men. 


Boston & Albany. 


A farther reduction of working time in the Cortnghield shops 
4 bee been made, and they are now running eight hours per 
ay. 
New Jersey West Line. 
The trustees under the first mortage, Theodore F. Randolph 
and Benjamin G. Clark, have appealed to the Court of Errors 
from the order of the Chancellor directing the Receiver to sell 
the road. The case was argued at Trenton, November 25. 
The proceedings were subsequently dismissed on account of a 
technical error in the appea e Court, however, made an 
order gaging the sale of the road —a proceed- 
ings. The sale was to take place December 26, 


Quincy & 8t. Paul. 


This recently organized company has concluded a contract 
for the purchase of tue right of way and the partly graded 
road-bed irom Albia, Ia., southeast to the Missouri line. Sur- 
veys are now being made from La Grange, Mo., northwest to 
the Iowa line, and it is intended to begin work soon. 


Pueblo & Salt Lake. 


Grading is progressing from Pueblo, Col., eastward to 
Granada, the terminus of the Atchison, Topeka & Santa Fe. 
It is said that arrangements have been made for the iron. 


Belleville & Southern Illinois, 


The St. Louis Satets oe says that this company has 
consented to surrender the $50,000 of bonds voted some years 
ago - the town of New Athens, Il., in aid of the road, and to 
accept $10,000 new bonds in cancellation of the debt. 


Atlantic & Pacific, 


In compliance with the provisions of the mortgage the fol- 
lowing numbered land debentures have been drawn by lot for 
eae 2, 4, 17, 26, 36, 48, 52, 59, 68, 73, 83, 84, 95, 98, 117, 

21, 129, 184, 141, 159, 164, 168, 174, 177, 188, 197, 211, 214, 215, 
229, 299, 246, 265, 283, 291, 916, 824, 362, 369, 871, 374, 379, 396, 
404, 416, 427, 431, 438, 451, 478. 

The foregoing numbered debentures with the interest due 
thereon, will be paid at the company’s office in New York, or 
in St. Louis, January 1, 1875. 

The Poughkeepsie Bridge Line. 

It is now propsees to build the Western connection of the 
Poughkeepsie Bridge without waiting for the bridge itself. 
This line will be about 18 miles long, from the Hudson River 
opposite ieegnheonese west to Pine Bush, New York, co:- 
necting with the Wallkill Valley road and the Crawford Branch 
of the Midland. It is proposed then to run trains from Boston 
to engenese by way of Hartford and the Connecticut 
Western and roy 2 eepsie & Eastern roads and cross the cars 
over the Hudson by ferry boats. 


North Oarolina. 


A bill for the settlement of the State debt now pending be- 
fore the North Carolina Legislature authorizes the North 
Carolina Railroad Company to 4 the construction bonds, 
so called, and gives that company the right to buy the stock 
of the State for the company, and turns over all right of the 
State to representation by proxy or directors in the company 
to the private stockholders, with a proviso that the State may 
within ten years purchase that interest again by paying the 
cost and 6 per cent. interest. 

Another section authorizes the State Treasurer to Luy the 
Western North Carolina road if the same can be done at the 
sale for $800,000 payable in State bonds, with ten years to run, 
interest guaranteed, and it pies for the Governor appoint- 
ing five commissioners, wit B 


the concurrence of the Senate, 
who shall hoid and operate and complete the Western North 
Carolina Railroad with convict labor. 


Chi & Iowa. 


Work is Progressing = yo on the new branch line trom 
Rochelle, Ill., to Rockford, and it is probable that it will be 
completed by January 1, ifthe weather remains good. It will 
be operated under lease by the Chicago & towa Company. 


Utah Western. 


Tron for 22 miles of the road, from Salt Lake City to Lake 
Point, U. T., is on the way, and the first lot has arrived. The 
tracklayers have already begun work. 


Wabash & Erie Canal. 

Jonathan K. Gapin, through his attorneys, Claypool & 
Ketcham, has filed in the United States District Court in In- 
dianapolis a bill in equity against the board of trustees of the 
Wabaeh & Erie Canal, which, after setting forth the facts con- 
nected with the construction of that enterprise and its present 
condition, praye the court to decree that the canal and its ap- 
pectenens and lands be sold in such manner and on such 

erms as the court may decree best for the interests of those 
entitled to share in the proceeds thereof. And also that the 
proceeds of such sale may be divided among the stockholders. 
Hiagaes River Transit. 
Chief Engineer Wm. Wallace has completed his plan for 


tunneling under the Niagara River at Buffalo, which is thus 
described by the Commercial of that city: ‘* It contemplates a 


passenger depot on the Terrace near Main street, with a rail- 
road track ny through the Terrace to Court street; down 
Court street to its foot, acruss the canal; thence down between 
the canal and the track of the Niagara Falls Branch of the 
Central Railroad to a point a short distance south of the rail- 
road bridge over the canal, where the cutting will commence. 
The tunnel is to run under Black Rock Harbor and the river, 
and emerge on the side near where the old ear-sho 

formerly stood. After the surface is again reached the trac 

will be continued around the > Genet and join that cf the 

e 


Canada Southern a near p urch, 

“The whole length the cutting including the tunnel is 
4,900 feet, and of the tunnel 940 feet. The proposed 
dimensions of the tunnel are feet wide and 20 feet igh. 
This would give 22.627 cubic 8 of excavation per lineal 
foot, or 65,333 cubic yards in all. In the thorough-cut on this 


side of the river there wo~ld be 126,290 cubic y of rock and 
earth excavation—how much of each cannot be determined 
without test pits. On the Canadian side the rock and earth 


excavation would amount to 118,317 cubic yards. The roof of 
the tunnel would be some 16 feet below the bed of the river 
at the deepest point. The grade from the center is put down 
at 60 feet to the mile. 

“The estimated expense of the work complete is $1,500,000.” 


Baltimore & Potomac. 

The new depot in Washington, an engraving of which ap- 
peared in the Rartrosp Gazerre of July 19, 1873, is completed 
and will be brought into use in a few days. The building 
fronts 138 feet on B street and 92 feet on Sixth street, and is 
three stories in height. At the northeast corner there is a 
tower which arises to the height of 147 feet from the pave- 
ment, and is surmounted by an iron crest work 19 feet in 
height. In this tower is a clock-room 24 feet square, in which 
will be placed a fine piece of clock-work. The base course is 
of granite, and the bricks are of the very best quality and laid 
in black mortar, the trimmings of the windows being of light 
Ohio sandstone. The entrances are on B and Sixth streets, 
the doorways being of granite, with elegant columns of Aber- 
deen granite, highly polished on either side. There are sev- 
eral balconies on the fronts, with iron railings in blue and 

old, which also add much to the handsome appearance of the 
Building. The roof is of slate laid in figures, and is sur- 
mounted by a crest of iron workin blue and gold 

The lower story is 20 feet in height, and the floor is laid in 
tiles of very handsome figure. On this floor is the general 
waiting-room, 76 by 40 feet, a gentleman’s waiting-room and 
ladies’ waiting-room, ticket office (in the tower room), bag- 
gage-room on the northeast corner, restaurant, with a conve- 
nient kitchen and pantry. An office for the depot master is 
also located on this floor. ; 

The second story contains offices’ for the General Manager, 
Superintendent, Hesident Engineer and their clerks and as- 
sistants, telegraph offices, an office fcr the Pullman Car Com- 
pany and a baggage store-room. In the third story are con- 
venient rooms for the conductors and.trainmen and the jani- 
tor. 

This building, for which the plans were furnished by Messrs. 
Wilson & Thorn, engineers of the Pennsylvania Railroad Com- 

any, was erected under the personal supervision of Mr. 

oseph Wood, the Resident Engineer of the Baltimore & Po- 
tomac Railroad, The contractors and carpenters are J. F. & 
8. H. Adams, of Baltimore, Mr. John T. Peregoy being their 
foreman and superintendent. 

The completion of the building was celebrated last week by 
a supper, to which were invited all the workmen engag: d in 
its construction and a number of the employes of the com- 


any. 

, The company has adopted the system of putting on its 
assenger trains train-agents, whose sole business is to collect 
fares and tickets, the conductor having only to attend to the 

management of the train. 


Sonoma & Marin. 

This company has completed its organizat on and filed its 
articles of incorporation with the Secretary of State of Cali- 
fornia, The road is to run from Petaluma, Cal., south about 
20 miles to San Rafael, with a branch from Point Timber to 
San Quentin. The capital stock is to be $1,000,000. The office 
is at Petaluma. 


Antelope Valley & Oolusa. 

A project is on foot to build a narrow-gauge railroad from 
Colusa, Cal., due west about 10 miles and then a little weet of 
north about 30 miles up Freewater Canon into the Antelope 
Valley. Such aroad, the Colusa spo believe, would secure 
to their town most of the trade of Lake County and the busi- 
nessa of a considerable mining district. 
heavy work will be required. 


Knoxville & Suisun. 

Arrangements are being made to build a narrow-gauge rail- 
road from Suisun in Solano County, Cal., northward to Knox- 
ville in Napa County. Committees have been appointed to 
secure subscriptions and to organize a company. 


It is said that no very 


ANNUAL REPORTS. 


Connecticut Valley. 

This company owns a line 46 miles long, from Hartford, 
Conn., south by east down the west bank of the Connecticut 
.to Saybrook Point. 

The property is represented as follows: 

Stock ($23,617 per mile)..........0+seccessseses 6608 5 00s ods $1,095,600 
Or rr eee » 1,011,000 





Total ($46,975 per mile)........c.ccccessccsececcesecs $2,106,600 


The operations for the year ending September 30 were as 
follows: 











1874, 1873. 

Earnings from passengers + $152,380.35 $160,966.24 
Pr eee - 102,298.72 81,971.14 
Mails and miscellaneous.......... 30,697.34 23,141.18 

Total earnings...........s0.++.00-+ ++ $285,376.41 $266,078.56 
Operating expenses. ........5 0+ secccesess 146,548.30 160,692.72 

Bet GarMings .....crccccccccccccccces $138,828.11 $105,385.84 
Gross earnings per mile............0.005+: 203.83 5,784.32 
Net earnings per mile.......cccesseeeceeess 3,018.00 2,290.99 
Per cent. of expemses........26 008 sesseces 61.35 ° 60.39 


The increase last year in gross earnings was $19,297.85, or 
7.25 per cent.; the decrease in expenses, $14,144.42, or 8.80 per 
cent.; the increase in net earnings, $33,442.27, or 31.73 per 
cent. 





The net earnings are accounted for as follows: 
Oe ce sce enbsne: asenesoes0scesian en be S. Saheee eee $3,066.66 
Insurance and taxes..........++ -» 4,622.07 
Interest .....cccceee e+ eecccecccce - 7,685.11 


oe: eoeeceeeseerevesees + 60,444.27 





Total net CarMings..o... csecoccccceccesccorscoevccees $138,828.11 
No change is reported in the equipment, which last year 


included 6 engines, 19 passenger train cars and 160 freight 
train cars. 


Richmond, Fredericksburg & Potomac. 
This company operates a line from Richmond, Va., north 
to Quantico, 86 miles. 


The operations for the year ending September 30 were as 
follows: 












1874. 1873. 

Earnings from transportation...... ...... $401,883.82 $425,178.07 
OURS BOUTCES..022 cescccccs cocccicccceses 47,574.91 71,566.18 
WOR cninccccssesecsesesiace.cetnea eeesees $449,457.73 $496,744.25 
Operating expenses, including preportion 

of through train expenses........... sees 269,798.73 265,608.54 
Net ecarmings.........05 sscsscess covvssese $179,659.00 $231,135.71 
Gross earnings per mile......... 6,226.25 $5,776,10 
Net “ “ eT tere ee eee 2,089.06 2,687.62 
Per cent, of expenses.......... seseseses 60.03 53.47 


This shows a decrease in earnings of $47,286.52, or 9.32 per 
cent.; an increase in expenses of re 90.19, or 1.58 per cent.; a 
decrease in net earnings of $51,476.71, or 22.27 per cent. After 
deducting the sum of $22,123 for renewal of rails the trans- 
portation expenses were 54.10 per cent. of the transportation 





receipts. The increase in expenses was due mainly to the 


increased speed, length and freqneney of trains and the pur- 
chase of new equipment. 

During the year seven miles of new rails and a large number 
of ties were put in the track. A new locomotive and several 
parlor coaches were purchased. 

During the coming year $200,000 of bonds held mainly in 
England will fall due. In view of all the circumstances :t is 
judged best to be prepared to pay these bonds punctually at 
maturity, provided the holders do not desire to renew 
them. For this reason no dividend is now declared on the 
common stock. 

The board has made a careful examination of the profit and 
loss account and has struck out all bad debts and all credits to 
the acccunt which represent no present addition to the assets, 
In this way the balance to credit of that account was reduced 
$54,772.72. 

As to the decrease in business, the President says: 

“This reduction in the receipts of the company during the 
past year has been to some extent due to the dimivished trade 
and travel of the ccuntry since September, 1873, but more, in 
the opinion of your directors, to the policy of the managers 
of the Pennsylvama Raitroad Company as regards their in- 
terest in this State. While owning avd controlling nearly 
half in length of the continuous railroad line between Rich- 
mond and Baltimore, their ownersh:p and control of railroads 
in Virginia south of James River, obtained by a purchase of 
the stock of the Commonwealth in those companies, has been 
used (rot only, it is believed, without advantage to these 
compsnies, but to their serious dissdvantage) to keep up a 
competition by an indirect and inferior route for the legitimate 
trade and travel of this road, in which the Commonwealth and 
many ot her citizens are largely interested. 

**The board of directors of this company are at a loss to 
explain this singular course of the managers of the Pennsyl- 
vania Railroad Company in warring on their own line between 
Quantico and Baltimore, and can offer no conjecture on the 
subject unless it be that, disappointed in their attempt to in- 
duce the stockholders of this company to lease or sell to them 
at a low price a controlling interest in their road by the fear 
of a rival road, they are now endeavoring to attain this end 
by impairing its revenue. However this may be, the board 
of diecstets have deemed it their duty to protect the interests 
committed to their charge, and to this end to incur, so long as 
this competition may last, the expense of additional trains for 
a diminished business. They have the satisfaction of knowing 
that such a competition cannot last long, and that while it lasts it 
must be much more injurious, not only to the competing lines, 
but even to the Pennsylvania Rai road and the companies un- 
der its control, by which it is stimulated and sustained, than 
it can possibly be to this company.” 





A Decision by the British Railway Commission. 





The following decision, announced Nov. 10, will indicate a 
class of questions with which this tribunal has to deal, and 
which, in fact, seems to form a large part of its business : 
This is a case of railway companies not agreeing as to the 
terms uyon which a railway should be passed over and used 
under running powers, and of the difference to which they are 
arties being referred to our decision under the Board of 
Trade Arbitrations Act of 1874. The Aberystwith & Welsh 
Coast Railway Act of 1865 grants to the Bala & Dolgella Com- 
pany, and any company lawfully using their railway, power to 
use the Dolgelly & Barmouth Railway, belonging to the Cam- 
brian Company, and the Bala Company claim to avail them- 
selves of the power, in pursuance of the act, with the present 
intention of exercising it only in the conveyance of through 
passengers or passengers passing over portions of both rail- 
ways. But the Bala Company are not themselves car- 
riers, nor are they possessed of any rolling stock. Their 
line is maintained and worked by the Great Western 
Railway Company, and the trains that would be run in the 
exercise of the power would be trains of that company; and as 
they would collect and receive the fares, and the Bala Com- 
pany would be dependent on them for the due observance of 
our decision, we thought, upon the point being raised before us, 
that it was not unreasonable to expect that they would not 
object to be made one of the parties to the difference, so as to 
be bound by the decision, and, having been made acquainte4 
with our views, they have given their consent accordingly. 
We shall, however, continue to speak only of the Bala Com- 
pany, but by that expression will be meant not only that com- 
pany, but also the Great Western Company, as lawfully using 
their railway, and as about to exercise their running powers. 
The matter for our decision is of a simple character. It is 
defined by the 45th section of the Act above mentioned to be 
the terms, conditions, and regulations to which the Bala Com- 
pany shall be subject, and the toll or other consideration to be 
paid by them; and the reason of its being so simple is that it is 
not proposed at present to use the running powers to take up 
local traffic or to carry through goods of any kind. The writ- 
ten application appeared to extend to traffic of all kinds, and 
the limited sense in which it was to be taken was only gath- 
ered by us at the hearing. As regards the toll or other con- 
sideration for the use of the railway to Barmouth, and of the 
stations, sidings, watering-places, works and conveniences 
connected therewith, and for the several facilities, services 
and arrangements to be made or rendered by the Cambrian 
Company, as required by the 41st section of the same act, we 
are of opinion that it shou‘d be paid out of the receipts from 
the through fares, and that the gross amount received should, 
after deducting the Government duty, be divided in propor- 
tion to the lengths of the ra‘lways over which the 
through traffic is carried, and that the Cambrian Com- 
pany should receive its mileage proportion less 20 per 
cent. to be allowed to the Bala Company, or Com- 
pany running the trains, for working expenses, each ot 
the eompanies having the option at the end of every three 
years of claiming a revision by us of such percentage. If it 
should be found that for the safe working of a single line by 
two companies a second line of rails is required to be laid 
down at particular places for the crossing of trains, or that 
additions are required to the existing stations and works on 
the Cambrian Railway to make them sufficient for the reason- 
able accommodation of the through traffic of the Bala Com- 
pany, we are of opinion that the works for any of these pur- 
poses sliould be constructed at the cost of the Bala Company, 
and that, in consideration thereof, the Cambrian Company 
should allow to the other company, and the other company 
should retain out of the mileage proportion of the receipts 
which is to be attributed to the Cambrian Company, in addl- 
tion to the 20 per cent. for working expenses, wn 
annual sum equal to 5 per cent. on the cost of the 
works so constructed. The hours of arrival and depar- 
ture of the through trains run by the Bala Company shoul 
fixed by that compen, and in a case of objection by the _— 
brian Company or failure of agreement, the question in di vil 
ence should be referred to us to determine, The only restric 
tion we think it advisable to place upon the weight or ae o 
of the trains of the Bala Company in pussing over the via the 
at Barmouth is that the ordinary weight and speed of ‘in 
oods ‘and the pagesenger trains of the Cambrian Comeee m4 
their use of the viaduct shall not be exceeded. Any ques > 
which may arise between the Cambrian and Bala companies ©” 
carrying into effect our decision in this arbitration may 4 in 
instance of either of them be brought to us to determine’ aie 
the same manner as if the arbitration were still open. We 


rect that the Cambrian and Bala eompanies shall each pay 0? 





half of the costs and expenses of the hearing of the case. 





